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INADEQUATE HARBOR FACILITIES 

Harbor facilities at the seaports of the United 
States must be expanded two or threefold to pro- 
vide for the maximum service of the American 
merchant marine, now in the making, after it is 
released from war traffic. Not only that, but im- 
mediate expansion is necessary at many ports so 
that coal for New England war industries can be 
moved by water. 

These facts have been established in, the pre- 
liminary study of port conditions made by the re- 
cently created port and harbors facilities commis- 
sion of the U. S. Shipping Board, headed by Ed- 
ward F. Carry. Present facilities are shown to be 
‘inadequate and in time new ports may be created. 

New York and Boston harbors have been exam- 
ined by the commission, and similar investigation 
at all the larger ports of the country will be made 
soon by Mr. Carry and experts attached to the 
commission. They plan to make visits soon to the 
rapidly growing ports of the South. Inspection 
tours also will be made to obtain information on 
proposed new ports. 

The first complete inventory of port facilities in 
the United States is now being made under the 
direction of Mr. Carry. Authorities at all ports 
used by ocean-going traffic have been requested 
to sup; ly data covering the last five years regard- 
ing docks, marine railways, terminal arrangements, 
repair slants, and entrances and clearances in the 
domest'c and foreign trade. Every dock and re- 
Pair p'.nt has been called on to answer a ques- 
tionnai -e regarding the type of its facilities, pres- 
fnt co: dition, exact location, whether this location 
ls adv: \tageous for the most efficient handling of 
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ships, the terms, rates and conditions on which 
ships are docked, the number of ships docked in 
the last five years, the average period each ship 
was in dock, and a brief statement of the work 
done on it. Special information also is sought re- 
garding ports where coal and oil are handled. 

The coastwise trade in coal and oil is, perhaps, 
the most*important that has been handicapped by 
inadequate facilities. At present, this trade is lim- 
ited only by shipping and port facilities. The sur- 
vey shows these ports taxed to capacity at present, 
and in almost all instances overtaxed and facing 
serious congestion unless speedily expanded. 

New York harbor particularly is overtaxed, and 
some southern ports, especially Galveston, New 
Orleans, Jacksonville and Charleston, need expan- 
sion. All southern ports, it is expected, will be en- 
larged because signs of congestion are already -in 
sight. This condition results from heavy traffic be- 
ing diverted by railroads from overland routes 
north to southern ports either for shipment north 
or to the West Indies and South America. 

The commission, besides its plans for port ex- 
pansion, will consider the diversion of imports and 
exports from northern and southern ports, particu- 
larly shipments to and from*the Middle West, 
which now add to the troubles of congested rail- 
ways along the North Atlantic seaboard and in 
Pennsylvania and Ohio. Relief is planned by tran- 
sit through southern ports to railways and water- 
ways. 

Trade with South American countries, which has 
increased enormously during the war, will be con- 
sidered by the commission in relation to the ports 
of the South. The diversion of this trade, as also 
that of the Middle West, is regarded as demanding 


_ vast increase of waterfront facilities there. 


COURTESY TO THE PUBLIC 

The circulars that have recently been issued by 
the various regional directors to -roads in their 
jurisdictions, counseling courtesy toward the pub- 
lic and consideration for its comfort, have been 
taken in some quarters as an admission that under 
government operation conditions are not what they 
were under private control. For instance, the New 
York Commercial says: 


“So seriously has the railroad service of America 
deteriorated since the beginning of the year, when 
the federal government assumed control, that the 
Railroad Administration has found it necessary to 
warn railroad employes to be courteous in their 
treatment of passengers and other persons seeking 
information or transacting business. Under pri- 
vate managemnet the rule was, ‘the public be 
pleased.’ Under government control it has been 
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fast becoming ‘the public be d—d.’ Whatever may 
be the case of the freight traffic, every traveler 
affirms that the passenger service has gone to the 
dogs and most of the railroad employes have 
ceased to care what becomes of passengers. The 


Railroad Administration’s circular to employes 
proves the substantial truth of the many complaints 


that have been registered.” 


It may not be exactly fair to say that these cir- 
culars admit a change for the worse in conditions, 
and yet that is the fact with regard to some of 
them at least. They are not all worded alike. For 
instance, the one issued by Mr. Aishton to the 


northwestern roads says merely that the elimina- . 


tion of competition, together with the reductions 
in service due to war necessities has, “whether 
justified or not, created a growing feeling on the 
part of the public of a lack in attentiveness and 
courtesy on the part of railroad employes and sub- 
ordinate officers in their contact with the public 
and it will require very intelligent, prompt and 
energetic handling by all of us to remove any real 
occasion that there may be for this feeling.” That 
is, the feeling that there is a failing in courtesy 
and desire to please on the part of the roads may 
not be justified, but it is there—though perhaps 
‘the statement that “energetic handling will be 
necessary to remove any real occasion for the feel- 
ing,” might be taken as an admission that there 
_is real occasion for it. But the circular issued by 
Regional Director Smith to eastern roads says 
frankly that “it has come to the attention of the 
Railroad Administration that there appears to be 
in many instances a disposition on the part of em- 
ployes and certain subordinate officers of the rail- 
roads to be lacking in attentiveness and courtesy 
in dealing with the reasonable needs of the public.” 


But whether the circulars, in their language, are 
or are not admissions of fault, they are so in fact, 
for they would never have been issued, of course, 
if it had not been felt that there was need of cor- 
rection. And whether the fault is admitted or not, 
we all know it exists. The circulars have been 
taken as applying, at least chiefly, to passenger 
business, but they might apply almost as well to 
freight traffic, though the condition is more notice- 
able, perhaps, in the passenger end of the business 
and certainly comes to the attention of a vastly 
larger number of persons. 


The public is entitled to courteous treatment 
and to all the comforts for which it pays that are 
not inconsistent with supplying war necessities. 
The only way to bring the reform about is by a 
proper appreciation of its obligation on the part 
of the Railroad Administration and ceaseless in- 
sistence by it that those in subordinate positions, 
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from the presidents or federal managers down, un- 
derstand what is expected of them, with proper 
measures .of punishment for them if they fail in 
their duty. For the fault which it is here being 
attempted to cure is inherent in the scheme oi goy- 
ernment operation or ownership. Under private 
ownership employes are kept civil to patrons of the 
road, where they might otherwise feel inclined to 
be something else, by the fear of losing business, 
An employe who makes an enemy for his road or 
loses a customer also is likely to lose his job. The 
“higher up” who deals with this employe is influ- 
enced, in his turn, by the desire to make a good 
showing to his superiors and he knows the way 
to make such a showing is by making friends for 
the road and treating its patrons right. 

All this is gone under government operation. 
There may still be those who are naturally courte- 
ous and attentive, but they are comparatively few 
and even they will fail occasionally if there is no 
club over their heads. The same club must be 
held over them as before, though the reason behind 
it is different. The man who swings it must still 
be actuated by the same motive—to make good 
with his employer. Therefore, there must be no 
question as to the wishes of the employer—the 
Railroad Administration—and no faltering in ad- 
ministering punishment, which is the real test of 
whether one means what he says. 

We are glad that the Railroad Administration 
has undertaken to deal with this matter. It is not 
necessary to search for any other motive than a 
proper appreciation of what is due the public and 
a desire to do the right thing, but if any other 
motive is needed it may be found in the desire to 
“make good,” for there is no one thing that will 



























































.contribute more to putting government operation 


in bad odor with the public than a feeling on the 
part of that public that it is being impudently or 
inconsiderately treated by the servants whom it 


pays. 


RELEASED RATES ORDERS 

Released rates order No. 30 has been issued on the peti- 
tion of F. W. Gomph, agent for carriers named in his 
I. C. C. 251, for authority to establish on not less than one 
day’s notice rates on manganese ore, per ton of 2,000 
pounds, C. L., minimum weight 60,000 pounds, from Butte, 
Mont., and Anaconda, Mont., to San Francisco, Cal., and 
other points on the Southern Pacific Railway in group 
1 of petitioner’s tariff I. C. C. 251, based on declared value 
of not to exceed $50.00 per ton. 

Released rates order No. 29 has been issued on the pett 
tion of the Canadian Pacific Railway, which is authorized 
to establish on one day’s notice the following rates 0 
lead ore per net ton, minimum weight 60,000 pounds unless 


marked capacity of car is less: 


Declared value 

per net ton 

not exceeding 

From Kimberly, B. C., to Murray, Utah..... $50.00 


Rate per 
net ton. 
$11.90 


August 
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Current Topics 
in Washington 


= 
Beating Down Railroad Valuation.— 
Hardly a man who has expressed an 
idea as to the fate of the railroads 
after the war has prophesied a return 
of the properties to the owners in 
the form in which the government 
seized them. The implied promise 
contained in the federal control law 
has not constrained anyone to suggest 
that the whole people, as organized 
and represented in what is known as 
the government, will deal with a part of the people in 
accordance with the promise. Few believe the whole 
people will give the fraction of the people, known as 
railroad corporations, as much money for the use of their 
property as the federal control law authorizes, at least by 
implication. The maximum of just compensation which 
that law authorizes the President to pay, by inference, 
placed a value on the property taken much higher than 
dealers in stock, at any time since the war began, placed 
om the property. Nobody seems to think it immoral to 
make suggestions that the owners of the railroads will not 
receive either their property in kind or in a money equiv- 
alent as large as that control act fixed when it authorized 
the President to pay an annual rent for the property 
taken, equal “as near as may be” to the average of the 
operating income for the three fiscal years ending June 
30,1917. It may not be a laughing matter for the owners 
of railroad stocks and bonds, but those who opposed the 
federal control bill on the ground that the compensation 
was too high, now laugh at their fears. They fought 
windmills. Public thought, apparently, is backing up the 
idea that the owners of the railroads are not entitled to 
the maximum -allowed by the control law, and, therefore, 
the whole people, by insisting on or appearing to approve 
acompensation less than the maximum, are in effect, beat- 
ing down the valuation of the properties, and such beat- 
ing down can hardly be ignored when, if ever, the govern- 
ment decides to buy the railroads, either after condemna- 
tion, or by bargain and sale. 


New England’s View of Its Railroads.—The classification 
hearings in Boston, it is believed, indicate that the people 
of New England feel that the railroads in their part of the 
country belong to them and that they should be operated 
for the promotion of New England commerce. The New 
England feeling draws attention to the fact that while 
the old Yankee.stock may be in the minority on election 
day, the leadership in business is still in the hands of 
the people whose ancestors are buried in Copp’s Hill 
staveyard, now in the heart of Italy, so far as its people 
ae concerned. The Yankee stock that built up the in- 
dustries n that part of the country still regards the rail- 
taads as part of its assets and expects them to be man- 
aged with due regard for New England peculiarities—as, 
for instance, a low carload minimum for textile mill waste. 
They think of the railroads as their plant facilities, and 
not mere parts of a system that has no particular affec- 
tion for ‘ny locality or any section. There is probably 
tot a cii. in the country that would agree to a law for- 
bidding the construction of a railroad if it thought its 


industry and commerce required such construction. Yet, 
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if the railroads. are. to be made a system of national 
highways monopolization of the right to construct addi- 
tions to it by the national government, it is. believed, 
would be the logical step. A national railway and station 
house appropriation bill, containing allowances for an 
extension to Gem City and new passenger stations for 
towns and cities in enough congressional districts to as- 
sure the passage of the bill, would be the logical outcome 
of such monopolization. No man who knows Congress 
can be made to believe that senators and representatives 
would leave the question of extensions and stations in 
the hands of an executive branch of the government. 
Congress itself says where post offices shall be built, 
what rivers shall be canalized, and what harbors shall be 
improved, all for the “benefit of commerce.” It even says 
where lighthousgs, as “aids to navigation,” shall be 
erected. 


Railroad Extension Under Government Ownership.—In 
England the Board of Trade, equivalent to the Department 
of Commerce in the American governmental organization, 
has the power to veto railroad projects. New York exer- 
cises a like power and probably other states do likewise. 
None, however, builds railroads with its own funds. Can-~ 
ada and other British dominions have built railroads. 
American cities, states and counties have made contribu- 
tions, often to financial crooks, but not one of such enter- 
prises has been like the projects Congress might be ex- 
pected to undertake if the government ownership idea 
became the policy of the United States. The nearest ap- 
proach to what probably would be the fact are the annual 


_laws for public buildings and river and harbor improve- 


ments. The government now contributes to good roads, 
but nothing comes out of the treasury unless a community 
also taxes itself for the project. The initiative in good 
road development is left with the community. A good 
road, therefore, is not like a public building or an ap- 
propriation for a river or harbor—a gift from the gods. 
The local taxpayer scrutinizes the good road project and 
is always on the ground to yell when he sees something 
going on he knows will cost him money. There is, there- 
fore, no particular scramble to get money out of the fed- 
eral treasury for good roads, as there is money for 
the public building and the river and harbor projects. 
The more money there is taken for such projects, the 
greater the rejoicing in a given community, because every 
dollar so obtained is counted just that much gain. 


Port Facilities Inadequate—Now a committee of the 
Shipping Board reports that the Atlantic and Gulf port fa- 
cilities are inadequate. That report is made notwithstand- 
ing the millions municipalities and private capital have 
spent. The history of this country is that no war expan- 
sion has ever been greater than the peace requirements 
of the land immediately thereafter. Washington expanded 
as the result of the Mexican, Civil and Spanish wars. 
There are people in. Washington'now who believe that 
when this war is over Washington will shrink and the 
temporary buildings in which the. war workers are now 
housed will be allowed to disappear, even as the buildings 
of an international exposition. If they do, history will 
not be repeating itself. Whether the government will em- 
bark on the policy of port expansion is a question. Prob- 
ably not, because so many cities and states have invested 
their own money in port facilities that the votes from 
such states and cities will be cast against proposals to 
improve the facilities of ports the citizens of which have 
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not had money or enterprise enough to make such invest- 
ments. If the government would buy the investments at 
such. places a Portland, Seattle, San Francisco, New Or- 
leans and Boston, a new policy might be inaugurated. 
More likely, howéver, the federal government will be in- 
clined to spend its own money for improvements it needs 
for its war work, and leave the states and ‘cities to carry 
on their own work for the general public. Nearly every 
city has prided itself on the extent of its harbor facilities. 
The report, therefore, of the Shipping Board committee 
that the business of the country, stimulated by war, has 
outrun the facilities for exporting and importing probably 
will be a severe jar to local pride in several cities. 





Beating Railroad Congestion—‘“All’s fair in love and 
war.” Perhaps all’s fair also in love and transportation. 
The traffic men who have been attending the classifica- 
tion hearings in New York and Boston naturally have 
been swapping stories as to the things they have done 
to beat congestion and particularly to keep men on a 
contract job going. Sending carloads of fifth class stuff 
by express is commonplace. The express traffic manager 
knows that class of business so well he provides freight 
cars for it and moves it by freight train. But what about 
shipping building material as excess baggage, putting in 
just enough old clothes to make it baggage and then 
filling up a trunk or two with short pieces of steel needed 
to keep a gang of 139 construction men going? An Ohio 
traffic man did that. The ticket was torn up, so there 


could not be any question as to whether the railroad had _/ 


received compensation for the transportation. The check 
was forwarded one train ahead of the trunk, so the bag- 
gageman at destination had no chance to get “sore” over 
the heavy trunks he had to handle, because a teamster 
was on hand to help him with the trunks, consisting of 
heavy packing boxes with rope handles attached. Through- 
out the country auto trucks are competing with both 
freight and express trains, at rates just a little less than 
express. In the south many railroads offer to transport 
freight on passenger trains at double first class, so in 
that part of the country the excess baggage ruse is not 
needed unless the old tariffs have been changed in the 


last year or two. 





Procedure of the Commission.—The Commission’s an- 
nouncement respecting its course with regard to proceed- 
ings during the period of federal control, has evoked 
favorable comment from shippers. They read it as equiv- 
alent to a declaration by the Commission that President- 
made rates must run the same gauntlet—after their effect- 
ive date—as other tariffs. The only question any of 
them ever raised was as to whether the Commission would 
realize that there is now more reason for the considera- 
tion, by an independent body, of rates, rules and regula- 
tions than ever before, to the end that classes of shippers 
and communities may have rates that are properly related 
to each other; that is, whether given rates are reasonable 
in the British sense of the word, which is expressed in 
the third section of the act to regulate commerce. They 
think the announcement shows such a realization by the 


Commission, hence their favorable comment. 
x ie. 


AMENDMENT TO G. O. NO. 34. 
It is announced that General Order No. 34 is to be 
amended to provide for notice to consignee of the sale of 
goods refused or unclaimed. 
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PROCEDURE AS TO COMPLAIN’ 


The Trafic World Washington 3 ureay, 
The Commission, under date of August 3, has made 
the following announcement: 


Following our announcement of June 20, 1918, the ques- 
tion there reserved was argued before us on July 24, 1918 
and waiver was made for the Director-General of any 
requirement that the justness or reasonableness of tariff 
changes initiated by him should be heard and determined 
by us only upon original complaints in new proceedings, 

Proceedings before us vary greatly as to subject mat- 
ter and relief sought. Some are brought under the act 
to regulate commerce, as amended, and others under 
other statutes. In some the moving parties are shippers 
and in other carriers. Some are investigations instituted 
by us of our own motion. Several proceedings are some. 
times consolidated for hearing or disposition. As indi- 
cated in our former announcement, the federal control act 
and the orders which the Director-General, acting for the 
President, is empowered to make thereunder have raised 
questions concerning the status of proceedings pending 
before us. This status can best be determined in each 
case upon consideration of the elements disclosed. With- 
out attempting to detérmine their status according to the 
classes in which they seem to fall, it may be found help. 
ful if we here indicate certain of the criteria which may 
properly be applied in making such determination. 

We are of opinion that in cases now pending before 
us, whether heard and submitted or not, in which con- 
plaint is made of rates, fares, charges, classifications, reg- 
ulations, or practices of any common carrier or carriers 
— under federal control, the Director-General of Rail- 
roads: 

1. Is or may be a proper party defendant where the 
cause of action accrued wholly prior to federal control, 
and no order is sought for the future; ’ 

z. Is or may be a proper, if not a necessary, party de 
fendant where the cause of action accrued in part or in 
whole during federal control, and no order is sought for 
the future; 

3. Is a necessary party defendant where the cause of 
action is as to rates, etc., which since the filing of the 
complaint have been or shall have been increased or 
changed by order of the Director-General under the fed- 
eral control act, and the relief sought includes an order 
for the future limiting said rates, etc., or fixing their 
relationship to other rates, etc. ‘ 

Complainants in such cases desiring to bring in the 
Director-General as an additional defendant should so ad- 
vise us immediately, and as soon as may be thereafter 
apply for leave to file supplemental complaint setting 
forth their cause of action against the Director-General. 
Such application must be made as provided in our forth- 
coming special rules of practice governing the procedure 
to be followed in matters growing out of federal control. 
If granted, the record theretofore made may be supple 
mented in so far as necessary or appropriate. Failing 
such application on or before Oct. 1, 1918, unless that 
time is extended by us for cause shown, complainants 
will be understood as electing to stand upon the issues as 
made. R 

Parties will be expected to govern themselves accord 
ingly, and that part of our announcement of June 20, 1918, 
which reads— 

The dockets in pending cases will be analyzed, and 
where it appears that doubt exists whether, without 
amendment or supplemental hearing, the Commission 
can enter a lawfully effective order, the parties will 
be so notified. 

is hereby withdrawn. 

Cases now pending before us otherwise than upo 
complaint will be made the subject of a separate al 
nouncement should occasion require. 

Original complaints in new proceedings against the Di 
























































are unjust or unreasonable should name as defendants, it 
addition to the Director-General, the carriers no' under 
federal control, and should specify the carriers, or thé 
principal carriers, under federal control, over whose lines 
the rates, etc., apply. Answer by the Director «ene 

(Continued on page 275) 
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Decisions of Interstate Commerce. Commission 


DISCRIMINATION ORDERED RE- 
MOVED 


On or before October 15 the Southern Railway and con- 
necting carriers will be required to remove the long con- 
tinued discrimination against Johnson City in favor of 
Bristol, Tenn., in the rates from Cincinnati or beyond. 
This decision by Commissioner Harlan, Docket No. 7865, 
opinion No. 5343, 50 I. C. C., 605-606, affirms a former de- 
cision of the Commission in this case (46 I. C. C., 527), in 
which it was held that the class and commodity rates then 
in effect on traffic moving from Cincinnati or through 
Cincinnati from beyond by way of Speer’s Ferry to John- 
wn City were not unreasonable, but that they subjected 
Johnson City to undue prejudice and disadvantage in favor 
of Bristol. In order to remove that discrimination the 
carriers undertook to raise the rates to Bristol to the John- 
sn City level, except on certain important commodities 
02 which the rates were made on the full combination on 
Walton or Roanoke and on which the carriers assumed, 
notwithstanding the Commission’s findings, that they were 
hot required to bring them to the level of the Bristol 
tates. For this purpose they brought in fifteenth section 
applications. In this case the Commission says: “If the 
combination of interstate rates on Walton or Roanoke con- 
trols the rates on certain commodities to Bristol, the John- 
son City rates must be reduced. In other words, the un- 
‘awful discrimination against Johnson City cannot be per- 
mitted to continue.” 


PINE AND FIR LUMBER 


In Opinion No. 5339, 50 I. C. C., 591-595, Docket No. 9507 
and Sub. No. 1, Springston ‘Lumber Co. et al. vs. Northern 
Pacific Ry. Co. et al., the Commission finds that the com- 
bination rates charged for transporting pine and fir lum- 
ber from Harrison, Springston, and Rose Lake, Idaho, to 
local points on the Northern Pacific, east of Billings in 
Montana, North Dakota, and Minnesota, although not un- 
Teasona ble, as contended by the complainants, are unduly 
prejudicial, and the recommendation is made that the 
‘arriers establish through rates to Minneapolis from points 
above named which should not exceed those contempo- 
ey maintained from Spokane to Minneapolis by a 
lerential of not more than two cents per hundred pounds 
at Beach, North Dakota, above the Spokane rate to that 
— that rate to apply as a maximum to points directly 
Mtermediate between Billings and Beach. No order will 
: entered at this time and the proper correction may 
Wait disposition until after the lumber rates from the 
— of origin above named shall have been filed under 
heral Order No. 28. This follows the decision of the 
enon in “Eastern Oregon Lumber Producers’ Asso- 
™ en wherein it was held that combination rates on 
dest rand articles taking rates from eastern Oregon pro- 
‘ng points on the lines of the Oregon-Washington R. R. 
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Co. to points on the lines of the Northern Pacific and the 
Great Northern and their connections in Montana, North 
Dakota, South Dakota, Minnesota and Nebraska are found 
to be unjust and unreasonable. 


RATES ON COAL 


Rates at $2.50 per ton on anthracite coal and of $2.40 
per ton on bituminous, also rates at $2.55 per ton on coke 
from Duluth and Superior, Wis., to Sioux Falls, S. D., are 
neither unjust nor unreasonable, according to opinion 
No. 5345, 50 I. C. C., 610-612, docket’ No. 7200, Traffic Bu- 
reau of the Sioux Falls Commercial Club vs. Great North- 
ern Railway Company et al. The complaint was originally 
filed by the Traffic Bureau of Sioux Fails in the interest 
of the shippers of that point. Intervening petitions were 
filed by the Traffic Bureau of the Sioux City Commercial 
Club for the purpose of preserving the parity of rates; 
the Commercial Club of Duluth for the purpose of secur- 
ing just and reasonable rates to Sioux Falls in interest 
of Duluth shippers; and the Traffic Bureau Commercial 
Club of Aberdeen for the purpose of protecting its in- 
terests. : 

In dismissing the complaint the Commission says: “A 
system of equalizing the rates from different lake ports 
and different mines gives complainant competing- markets 
in which to purchase its coal, and filed complainant is 
entitled to reasonable rates from its nearest source of 
supply, proof that rates from some other points from which 
the blanket rates are maintained, which rates are made to 
meet competition from nearer points, yield lower ton-mile 
earnings is insufficient to establish that the rates for the 
shorter distances are unreasonable or unduly prejudicial.” 


RATES ON CORN 


The Commission in opinion 5336 has dismissed the com- 
plaint of the Forked Deer Milling Company vs. I. C. R. R. 
Co. et al., Docket No. 9707, 50 I. C. C., 573-4. This com- 
plaint attacked the carload rates on corn between March, 
1914, to September, 1915, from points in Illinois, Iowa, 
Kentucky and Tennessee to Dyersburg, Tenn., where it 
was milled and the product shipped out to points in Texas, 
Alabama and Mississippi. The complaint grew out of 
charges collected by the carriers due to the complainant’s 
failure to comply with tariff requirements governing transit. 


LEGALITY OF EXPRESS, FRANKS ~ 


CASE NO. 4662 (50 I. C. C., 599-604) 
IN THE MATTPR OF THE ISSUANCE AND USE OF 
PASSES, FRANKS, AND FREE PASSENGER SERV- 
ICE. ; 
Submitted January 14, 1918. Opinion No. 5342 
1. The free transportation of property upon franks issued by 


express companies to their officers and employees or to 
the officers and employes of other common carriers in 
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exchange for passes or franks of such common carriers 
held to be unlawful. 

2. The principle announced on July 20, 1917, in Conference 
Ruling 513 reaffirmed. 


HARLAN, Commissioner: . 

Does the interstate commerce law prohibit express com- 
panies from giving free transportation of personal pack- 
ages to their officers and employees, and to the officers 
and employees of other transportation companies in ex- 
change for passes issued by the latter to the officers and 
employees of the express companies? . This was the ques- 
tion, as stated by the court itself, that was considered in 
American Express Co. vs. U. S., 212 U. S., 522, decided in 
1909. The conclusion of the court was summarized as 
follows (id., pp. 533, 534, 535): 


If it is lawful, in view of the provisions of the interstate 
commerce act, to issue franks of the character under consider- 
ation in this case, then this right must ounded upon .some 
exception incorporated in the act, and it is the contention of 
the learned counsel for the appellant that such exception is 
found in the proviso in section 1 of the Hepburn act. * * * 

Turning to section 1 of the Hepburn act, it is apparent that 
all that immediately precedes the proviso appertains to the 
carriage of passengers, for common carriers are forbidden to 
issue or give any free ticket, free pass, or free transportation 
for passengers, except to its employees, etc. Until we come 
to the proviso, the act is clearly thus limited. It is then en- 
acted that this provision; that is, the previous part of the 
enactment which refers only to the transportation of pas- 
sengers, shall not be construed to prohibit the interchange of 
passes for the officers, agents, and employees of common car- 
riers and their families, or to prohibit any common carrier from 
carrying passengers free in certain cases. 

e 8 We are clearly of the opinion that, without doing 
violence to the language used in section 1—including the pro- 
es terms cannot .be held to include the transportation of 
goods. 


That part of section 1 of the act to regulate commerce as 
amended,* which was thus construed as authorizing the 
free transportation of persons only, and not including the 
free carriage of goods, has not been changed since the de- 
cision in that case was announced. Prior to that date the 
express companies, more or less generally, had been issu- 
ing franks for the carriage of property to their own officers 
and employees and had been issuing franks to the officers 
and employees of railroads in exchange for passes. After 
the announcement of the decision the practice of issuing 
franks either to their own officers and employees or to 
the officers and employees of other common carriers was 
discontinued. 

By an amendment to section 1, enacted in 1910, tele- 
phone, telegraph, and cable companies, now commonly re- 
ferred to as transmission companies, were brought within 
the scope of the act. At the same time and as a part of 
the same amendment there was added to the so-called 
antipass provision of section 1 the following proviso: 


And provided further, That this provision shall not be con- 
strued to prohibit the privilege of passes or franks, or the ex- 
change thereof, with each other, for the officers, agents, em- 
ployees, and their families of such telegraph, telephone, and 
cable lines, and the officers, agents, employees, and their fam- 
a of other common carriers subject to the provisions of 

is act. 


Shortly after this proviso had been incorporated into 


*The language of the provision in question, omitting portions 
that are not pertinent, is as follows: 

No common carrier subjéct to the provisions of this act shall, 
after January first, nineteen hundred and seven, directly or 
indirectly, issue or give any interstate free ticket, free pass, or 
free’ transportation for passengers, except to its employees and 
their families, its officers, agents, surgeons, physicians, -and 
attorneys at law; to ministers of religion, traveling secretaries 
of railroad Young Men’s Christian Associations, inmates of 
hospitals and charitable and eleemosynary institutions, and 
persons exclusively engaged in charitable and eleemosynary 
work; to indigent, destitute, and homeless persons, and to such 
persons when transported by charitable societies or hospitals, 
and the necessary agents employed in such transportation; to 
inmates of the National Homes or State Homes for Disabled 
Volunteer Soldiers, and of Soldiers’ and Sailors’ Homes, in- 
cluding those about to enter and those returning home after 
discharge; to necessary caretakers of live stock, poultry, milk, 
and fruit; to employees on sleeping cars, express cars, and to 
linemen of telegraph and telephone companies; to railway mail 
service employees, postoffice inspectors, customs inspectors, 
and immigration inspectors; to newsboys on trains, baggage 
agents, witnesses attending any legal investigation in which 
the common carrier is interested, persons injured in wrecks 
and physicians and nurses attending such persons: Provided, 
That this provision shall not be construed to prohibit the inter- 
change of passes for the officials, agents and employees of 
common carriers, and their families; nor to prohibit any com- 
mon carrier from carrying passengers free with the object of 
providing relief in cases of general epidemic, pestilence, or 
other calamitous visitation. 
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section 1 of the act the exjyress companies resumed the 
practice of issuing franks not only to their own officers 
and employees, but also to the officers and employees of 
other common carriers. In the official gazette of one of 
the companies it was formerly announced that the effect 
of the proviso was to permit the practice. Its resumption, 
however, did not come to the attention of the Commission 
in any formal and definite way until 1917, and, the legality 
of the practice having been the subject of inquiry, on July 
20 Conference Ruling 513 was announced, as follows: 


513. Express Companies May Not Carry Property for Officers 
and Employees Except at Published Rate.—Upon inquiry, Held, 
That the act to regulate commerce as amended does not ay- 
thorize an express company subject to the act to carry prop- 
erty either for its own officers or employees or for the officers 
and employees of other common carriers, except at its legally 
published rate. 


Subsequently the attorneys for the various express com- 
panies asked for and were granted a hearing on the ques- 
tion. 


From the investigations made by -the Commission and 
the facts as stated of record, it appears that the express 
companies have been issuing two classes of franks, namely, 
annual franks and paster franks. Annual franks are issued 
to the officers of the issuing and other express companies, 
to the principal officers of railroad companies, and oc 
casionally to the officers of other common carriers subject 
to the act to regulate commerce as amended. The annual 
franks are issued in two forms, one limiting the weight of 
shipments thereunder to 150 pounds, and the other with- 
out limitation as to weight. Neither form, however, is in- 
tended to cover shipments of extra heavy weight, or of un- 
usual size or quantity, or to cover money, bonds, jewelry, 
live stock, or consignments for sale or profit. Paster 
franks are issued to minor employees of the issuing or 
other express companies, and to employees of railway com- 
panies. .They cover transportation by express between 
designated points of shipments, not exceeding the weights 
specified thereon, by or to the person named on the frank. 
These franks are affixed to the shipment for which they 
are issued and are subject to the general restrictions that 
apply to annual franks. Apparently the use of all classes 
of franks is more or less carefully policed. 


On behalf of the four principal express companies it is 
pointed out, as heretofore stated, that prior to the decision 
in 1909 by the Supreme Court of the United States in the 
case above cited, and since the amendatory legislation of 
1910, the details of which have been explained, “it has 
been the general and continuous practice of all express 
companies thus to issue their franks.” It is said that in 
most instances franks have been issued in exchange for 
passes on lines of railroads over which the issuing express 
companies do not operate and over which officers and 
agents could not otherwise travel without the payment of 
large sums as railroad fares. It is also said that the 
franks issued to the employees of the issuing companies 
are useful in developing the loyalty of the employees to 
whom they are issued, and that those issued to employees 
of the railroads over which the issuing express company 
operates are very beneficial in procuring and assuring c0- 
operation between the employees of the express companies 
and the employees of the railroad. It is also stated that 
this co-operation adds materially to the proper and effi- 
cient service for the public by the express companies. 

Although these considerations may have the importance 
attributed to them by the express companies, they are of 
little aid in construing an act of the Congress. This ger 
eral thought finds expression in American Express Co. ¥. 
U. S., supra, where it is said (p. 535): 

















































It is very likely that there is no substantial reason_ wh) 
Congress should not extend to express companies, their officers, 
agents, and employees corresponding privileges for free ov 
riage of goods with those which are given to the officers, agen’ 
and employees of railroad companies in respect to transport’ 
tion of persons, but—if the law is defective in this respec “a 
the remedy must be applied by Congress and not by the court 


The question for determination, therefore, is whether 2 
its Conference Ruling 513 of July 20, 1917, supra, the Col 
mission, in holding that the act to regulate commerce as 
amended does not authorize express companies subject 
the act “to carry property either for its own officers ot 
employees, or for the officers and employees of other cout 
mon carriers, except at its legally published rates,” bé 
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properly interpreted the law; and that question has again 
peen carefully reviewed. 


In the first place it is somewhat significant to note that 
the term “frank” did not appear in the act to regulate 
commerce until four years after the express companies had 
peen brought within the purview of that law, and also 
that during that period there was no language in the act. 
that could reasonably have been construed, from any 
pint of view, as justifying the practice of express com- 
panies Of issuing franks for the carriage of goods. It is 
also of importance to observe that the term appeared in 
the act not in connection with any new legislation re- 
specting express companies, already subject to the act, 
put contemporaneously with the extension of the provisions 
of the act to transmission companies. Under these cir- 
cumstances, in any effort to arrive at the legislative in- 
tent, there would appear to be strong grounds for think- 
ing that the newly created right is properly to be regarded 
as applying only to the newly introduced carriers. A power 
granted and embodied in the same amendatory act in which 
the regulatory provisions are for the first time extended to 
another form of public utilities would seem naturally to 
relate to such carriers and, in the absence of appropriate 
language or the most obvious intendment, not to relate 
to other carriers that had long been subject to the pro- 
yisions of the act. 

The free carriage either of persons or of property is 
contrary to the general principles to be found in the act 
io regulate commerce, as amended. See sections 2, 3, and 
§. The same principle is asserted even more strongly in 
ihe legislation accompanying the act itself and which was 
enacted in aid of its enforcement and for the punishment 
of those who offend its provisions. Any free catriage of 
passengers that is now lawful is authorized in the form of 
exceptions to the general principle to be found in the so- 
called antipass provision of section 1 of the act. Any 
free carriage of property that is lawful is to be found in 
the exceptions noted in section 22 of the act. While the 
free carriage of certain of the excepted classes of pas- 
sengers has thus been authorized even when traveling for 
pleasure or for their personal benefit, the spirit of the 
whole act forbids the free carriage of property except 
where public interests are involved under the conditions 
specified in section 22. 


It is true that the term “frank” has long been associated 
with the free carriage of express packages; but it has also 
long been associated with the free transmission of messages 
by telegraph and telephone companies. And the mere appear- 
ance of the word in the act, although in new legislation 
by which the provisions of the act to regulate commerce 
were extended to telegraph, telephone, and cable companies 
seems to be the sole basis for the contention now urged 
by the express companies that the effect has been to 
sanction the free carriage of packages for their own officers 
and employees and for the officers and employees of other 
common carriers, contrary to the principle which, as we 
have just stated, runs all through the act and the accom- 
panying legislation forbidding the free carriage of prop- 
erty except on certain public grounds specifically enumer- 
ated. If that is the effect of the incorporation of the word 
into section 1 of the act, the result will be the substantial 
destruction of the principle forbidding the free carriage 
of property for any one in any private interest; for while 
tailroads may not haul property for their own officers and 
employees or for the officers and employees of other car- 
ners, except at tariff rates, the construction of section 1 
now proposed by the express companies would permit the 
tailroads to use their locomotives, tracks, and other facil- 
ities in doing this forbidden sérvice if the property is 
shipped as express matter by or to those enjoying the pos- 
session of express franks. 

No construction which is inconsistent with the purpose 
of the law may be entertained, and anyone claiming the 
benefit of an exception must bring himself clearly within’ 
both the words and the reason thereof. U. S. vs. Dick- 
Son, 15 Pet., 141, 165. It is also a general rule of con- 
struction that a proviso is not to be understood as adding 
af Matter to the main clause, but rather as saving from 
8 operation certain of the subjects to which it is ad- 
dressed and modifying the law as to them. But it will not 
epee to dwell upon the general principles of con- 
m ction or to resort to citation of cases. It will suffice to 

Y that upon a careful examination of the language of 
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the proviso we are unable to find in it the force and effect 
contended for by the express companies. We therefore 
reaffirm the principle announced in Conference Ruling 513, 
and the express companies will be expected at once to 
discontinue the practice of issuing franks to their own 
officers and employees and to the officers and employees 
of other common carriers. 
By the Commission. - 


CANADIAN RATE INCREASES 


‘Report of the Board-of Railway Commissioners for Canada to 


the Governor in Council under the direction given by Order 
in Council No. 1768, to prepare a schedule of rates which 
will grant similar increases in railway freight rates in 
Canada to the increases already granted in American terri- 
tory, effective as of August 1, 1918. 5 

Under Order in Council No. 1768, the opinion is expressed 
that, in view of the increased cost of living, the wages in 
Canadian territory should be increased as increased in 
American territory by the award commonly known as the 
McAdoo Award, as the same may from time to time be 
amended or extended, in so far as the Government Railway 
Systems are concerned; and that it is advisable, in the 
public interests, that the companies privately owned should 
make similar increases to their employes. 

The Order definitely advances the scale of wages of rail- 
way employes as fixed by the McAdoo Award for lines of 
railway owned, operated or controlled by the Government, 
and recommends that the wage scale of privately owned 
railway companies in Canada should be similarly advanced. 

The Order further provides that should the privately 
owned railway companies adopt the McAdoo schedule, the 
Board of Railway Commissioners shall forthwith prepare a 
schedule of rates which will grant similar increases in 
railway freight rates in Canada to the increases already 
granted in American territory, effective as of August 1, 
1918. 

The railway companies have notified their employes of 
their acceptance of the McAdoo scale. The effect of the 
Order is to reimburse the companies for the additional in- 
creased cost to which the railways will be put by the 
adoption of the scale and in their railway operation. The 
advance is limited to freight rates, and is aJs~ limited to 
the advances already made in United States territory for 
the same purpose. 

The estimates of the increased costs filed by the Canadian 
Railway War Board show a total increased cost of $50,616,- 
226, in addition to which there are further claims to be 
settled by the McAdoo Award which, if settled adversely 
to the companies, might call for an additional sum of $19,- 
930,000, making a possible outlay of $70,546,260. 

The McAdoo Award is popularly supposed to increase 
rates 25 per cent. In some instances, not amounting, how- 
ever, to a great volume, the McAdoo Award exceeds this 
percentage. In a larger number of instances, owing to 
maximum advance limitations and to a flat rate increase, 
which, while advancing in a higher percentage the rate for 
the shorter mileages, holds down all longer movements, 
the increase of 25 per cent is not obtained. 

The Railway Statistics for 1917 show the total freight 
earnings of all systems in Canada as amounting to $215,- 
245,256.49. This total amount includes railways which 
are not under the jurisdiction of Parliament and whose 
increases are not mirrored in the companies’ estimates. 
The difference, however, would not be very great. 

Assuming, however, that the whole amount represented 
earnings of companies under the jurisdiction of Parliament, 
and assuming, further, that the increases under the Mc- 
Adoo scale would net in gross the whole 25 per cent, which 
they will not, the total amount of the resultant increases 
under the McAdoo Award would amount to $53,811,314. 
These figures, however, cannot be accepted. On the one 
hand the freight earnings in 1917 were very large—the 
volume may not prove representative—but on the other 
hand, as rates have already been increased, the resultant 
gross revenues may well be much larger. As the Board 
has not had the time necessary to compile statistics based 
on the newer rates, the American increases, which were 
arrived at as necessary in American territory after much 
investigation, are treated as those necessary, subject to 
the recommendation hereinafter made for rate reduction. 

The increases herein covered are those permitted under 
the Order of the Director-General of the United States Rail- 
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road Administration when the Canadian rate situation per- 
mits the adoption of the whole increase, and in other in- 
stances the extent that the increases may be adopted. 


Different action has been taken in the United States in 
connection with their eastern and western territories. Dif- 
ferent action has also been taken by the Board. In order 
to arrive properly at @ conclusion the different increases 
already granted by the Board in Canada in many instances 
will have to be deducted before the gross increases granted 
in the United States are given full effect. As the increases 
made by the Board differ in eastern territory as against 
the western-—territory, it is necessary that the matter be 
dealt with separately. 

Rate decisions increasing rates in eastern territory have 
been made from time to time in both jurisdictions. At a 
comparatively recent date the rates in eastern United 
States territory were increased by varying, but large, per- 
centages. No such increase took place in Canada, but a 
general increase was made in Canada under the Board’s 
Judgment in the “Fifteen Per Cent Case.” It is impossible 
at the moment to report the full effect of the increases in 
both countries for the past few years. In arriving at the 
net increase which ought to be given in Canada in order to 
make similar increases to those made in the States, the 
Board, therefore, has not considered any increase granted 
in either jurisdiction prior to the application of the so- 
called “Fifteen Per Cent Case” in both countries, justifica- 
tion for these applications being the increase of all costs, 
and, therefore, a proper point at which to commence. 


Section 1.—Territory east of Fort William—Class Rates. 


The Interstate Commerce Commission on June 29, 1917, 
granted a 15 per cent increase in the class rates in eastern 
United States territory. This Board made a similar in- 
crease in class rates in eastern territory on December 26, 
1917. The order of the Honorable the Director-General of 
the United States Railroad Administration (for the sake 
of brevity hereinafter called the “McAdoo Order”), gives 
a direct increase of 25 per cent in the United States east- 
ern class rates. As similar increases have been granted in 
both territories in order to bring the final increase to a 
parity, an increase of 25 per cent in Canadian territory 
ought to be made in the existing schedules. 

A result of the McAdoo Order is to create a direct ad- 
vance in the minimum charge. As a result of this increase 
all class rates are increased more than 25 per cent, in so 
far as all movements up to 25 miles are concerned. 

Section 1, subsection (d) of the McAdoo Order reads: 
“After such increase no rates shall be applied on any traffic 
moving under class rates lower than the amount in cents 
per 100 pounds for the respective classes as shown below 
for the several classifications.” 


Official Classification scale: 


6 


Classes 1 2 3 4 5 
25 21% 17 12% 9 7 


Rates (cents per 100 pounds) 


In order to carry the McAdoo increases into effect in 
Canada, while it will be necessary to repeat Mr. McAdoo’s 
provision as to minima, the proper first-class minimum 
rate in Canadian territory is 24 cents rather than 25 cents, 
having regard to the Canadian rate scale. This is prac- 
tically the same increase. 

In addition to the percentage increases the McAdoo Order 
provides that the minimum charge on less than carload 
shipments shall be that provided in the classification gov- 
erning, but in no case less than 50 cents. The minimum 
charge in Canada is in no case less than 35 cents. The 
increase involved, therefore, is 15 cents. 


Section 2 (c).—Commodity rates. 


Rates on coal were increased by the Board’s Order of 
December 26, 1917, by 15 cents per ton flat. Similar in- 
creases were since granted by the Interstate Commerce 
Commission. The increases, however, were not put gen- 
erally into effect as in Canadian eastern territory. The 
McAdoo Order, however, reads: 

“Where rates have not been increased since June 1, 1917, 
the increase to be made now shall be determined by first 
adding to the present rate fifteen (15) cents per ton, net 
or gross as rated, or if an increase of less than fifteen (15) 
cents per ton, net or gross as rated, has been made since 
that date, then by first adding to the present rate the dif- 
ference between the amount of that increase and fifteen 
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(15) cents per ton, net or gross as rated; and to the rates 
so constructed the above increases shall now be adde«d.” 
As a result the increases granted under the McAdoo 
Order for the coal traffic are increases calculated either on 
a previous 15-cent‘advance, or else on a 15-cent advance 
made necessary and justified by the Order itself. The con- 
ditions are, therefore, similar in the two territories. [In 
order to give the railways in Canada similar increases as 
in the United States it will be necessary to adopt the sec. 
tion of the McAdoo Order giving the coal schedules, read- 
ing as follows: 
Increase. 


15c per net ton of 2,(1)0 Ibs, 
20c per net ton of 2,000 lbs, 


Commodity. 
Where rate is 0 to 49c per ton 
Where rate is 50c to 99c per ton 
Where rate is $1 to $1.99 per ton 30c per net ton of 2,400 Ibs, 
Where rate is $2 to $2.99 per ton 40c per net ton of 2,(00 Ibs, 
Where rate is $3 or higher per ton...50c per net ton of 2,000 lbs, 


Coke stands in exactly the same position as coal in go 
far as increases in both countries are concerned. The in- 
crease in the McAdoo Award, however, is higher than in 
the case of coal, the rates being advanced to the follow- 
ing scale: 


Increase. 
15c per net ton of 2,000 Ibs. 
25c per net ton of 2,000 Ibs, 


Commodity. 
Where rate is 0 to 49c per ton 
Where rate is 50c to 99c per ton 
Where rate of $1 to $1.99 per ton 40c per net ton of 2,000 lbs, 
Where rate is $2 to $2.99 per ton 60c per net ton of 2,000 Ibs, 
Where rate is $3 or higher per ton..75c per net ton of 2,000 Ibs, 


It is unfortunate that through rates do not apply on 
movements of coal and coke to Canadian points. 


Prior to the McAdoo Order the rate on anthracite in 
American territory was $2.15 to Buffalo. Under the Me. 
Adoo Order that rate became $2.60. The present Buffalo- 
Toronto rate is 81 cents. Under the McAdoo Order that 
rate would become $1. The increase on the McAdoo Order, 
if the traffic moved under a joint tariff, would be held down 
to an increase of 50 cents in all; a difference of 14 cents 
as against an increase under the present system of 6 cents. 
This matter is entirely out of the hands of the Canadian 
railway companies or this Board. 


Section 3.—Iron Ores. 


While commodity rates were generally advanced by 
the Interstate Commerce Commission, iron ores were made 
an exception in Canadian eastern territory. This Board 
increased the rate on iron ores 15 per cent. The McAdoo 
Order deals with the movement of this commodity as fol- 
lows: 

“Thirty cents per net ton of 2,000 pounds, except that 
no increase shall be made in the rates-on ex-lake ore that 
has paid one increased rail rate before reaching lake ves- 
sel.” 

The reference to an increased rail rate in connection with 
the boat movement does not of necessity show any general 
increase in the iron ore rate. The Board is not advised 
of any general increase in American territory. The effect 
of the 30-cent increase is to give a greater increase thal 
that already given by the Board on all traffic carried at 4 
rate of less than $2 per ton, while it holds down the in- 
crease for the longer movements. To place the increases 
on a parity the Board’s increase of 15 per cent should be 
struck out and 30 cents per net ton added to the formef 
Canadian rate. 

Section 4.—Stone, artificial and natural, building and mon 
umental, except carved, lettered, polished, or traced. 
In United States territory the Interstate Commerce Com 

mission by its Order of March 12, 1918, increased the com- 

modity rates, with certain exceptions in which stone 1s not 
included, by 15 per cent. The Board has made a Sim 
ilar increase in its judgment of December, 1917, in eastern 

territory. The increase in the McAdoo Order amounts to + 

cents per 100 pounds, and the like increase will follow 

in Canadian territory. 
Section 5.—Stone, broken, crushed and ground. 


This stone is of low value and for that reason the Cal 
adian Board held down the increase in its “Fifteen Pel 
Cent Case” to a flat addition of 5 cents a ton. An increase 
was allowed of 15 per cent in American territory. AS 
many of the hauls are comparatively short there probably 
is not much disparity in the results in the two countries, 
the Canadian increase would be somewhat the smaller. The 
advance under the McAdoo Order is 1 cent per 100 pounds. 
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The same increase should be made in the corresponding 
Canadian territory. 
Section 6—Sand and Gravel. 

These rates are in exactly the same position as stone, 
proken, crushed and ground. The McAdoo Order allows a 
similar increase of 1 cent per 100 pounds and the same in 
crease should be here allowed. 

Section 7.—Brick, except enamelled or glazed. 

Similar increases have been granted in both countries by 
the respective commissions. The McAdoo Order allows 
an advance of 2 cents per 100 pounds, which should also be 
permitted in Eastern Canada, 


Section 8.—Cement. 


An increase of 15 per cent has already been made in 
Canada. Specific advances were also allowed by the In- 
terstate Commerce Commission on January 15, 1918, in so 
far as a very large amount of traffic in American territory 
is concerned. 

It is impossible to state what the actual results of the 
increase Over the whole field may be, increases having been 
made in both territories, some of those in the United States 
being much heavier than the Canadian increase of 15 per 
cent. The increase under the McAdoo Order, which 
amounts to 2 cents per 100 pounds, can be applied. 


Section 9.—Lime and Plaster. 


Lime is not excepted from the increase of 15 per cent in 
commodity rates given by the Interstate Commerce Com- 
mission and already has been increased by the Board 15 
per cent. The addition of the increase under the McAdoo 
Order of 1144 cents per 100 pounds in Eastern Canada will 
restore the parity. 


Section 10.—Lumber and other Forest Products not other- 
wise herein specifically dealt with. 


An increase of 15 per cent was granted by the Board of 
Railway Commissioners in Eastern Canada. An increase 
was also given in American eastern territory by the In- 
terstate Commerce Commission, but the increase made by 
the Interstate Commerce Commission was held down to an 
increase of 1 cent per 100 pounds. In order to put the 
increase on a parity the increase of 15 per cent already 
allowed by the Board will have to be taken off, and 1 cent 
added to the former tariff, which will then be increased by 
25 per cent, but not exceeding 5 cents per 100 pounds. 


Section 11.—Pulpwood. 


The Canadian Board allowed an increase of 15 per cent 
on pulpwood. In the Maine and New Hampshire districts, 
where pulpwood is produced and comes directly into com- 
petition with Canadian pulpwood, the American railways 
put into force an advance of 15 per cent before the Mc- 
Adoo Order was made, and on international business the 
Increase granted by the McAdoo Order, which amounts to 
25 per cent, but not exceeding 5 cents per 100 pounds, is 
already in effect. Parity is, therefore, obtained by increas- 
ing the present rates in Canada as provided by the Mc- 
Adoo Order. 


Section 12.—Cordwood, Slabs and Mill Refuse for Fuel 
Purposes, 


The rates on these articles were advanced 15 per cent in 
Canada under the Board’s Judgment. Under the Order of 
the Interstate Commerce Commission an increase was 
granted of 1 cent per 100 pounds in some instances and 15 
ber cent in others. Under the McAdoo Order the rates 
take an advance of 25 per cent, but not exceeding an in- 
crease of 5 cents per 100 pounds. Taking the rates for a 
60-mile haul, the Canadian position is as follows: 

Prior to the 15 per cent increase the rate was 414 cents, 
the increase being to 5 cents. Applying the McAdoo Order 
on the present Canadian rate of 5 cents, the rate would 
become 6% cents. A considerable quantity of cordwood 
Ils hauled 125 miles. The old rate for this distance was 
54% cents, the “Fifteen Per Cent Case” made it 6 cents, 
and the McAdoo advance would make it 7% cents, while 
if the Interstate Commerce Commission’s increase of 1 
cent was added to the original rate and the McAdoo in- 
crease added, the rate would be 8 cents. The railways’ 
attention has been called to the fact that owing to the 
shortage of coal it is desirable that as much cordwood be 
Carried as possible. While the railways insist that the 
€xpense to which they have been put, having particular 
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regard to the recent increase in wages, are such that the 
whole increase of the McAdoo Order would be absolutely 
required, under the circumstances the railways raise no 
objection if, instead of applying the full increase, a flat 
increase of 1 cent over the present rate is applied to the 
whole movement. The result would be that the increase 
on this commodity would make the new rate for 60 miles 
6 cents instead of 644 cents, and for 125 miles 7 cents in- 
stead of 714 cents. 
Section 13.—Wheat. 

The Board advanced the rate in eastern territory 15 per 
cent, subject to a maximum increase of 2 cents per 100 
pounds. The Interstate Commerce Commission had ad- 
vanced the rate in American territory 15 per cent without 
limiting the increase by a maximum. 

Comparative increases will be secured by the companies 
carrying the former judgmenrit of the Board into effect with- 
out the limit imposed of 2 cents per 100 pounds, and add- 
ing the increase provided by the McAdoo Order, which 
amounts to 25 per cent, but not exceeding an increase of 
6 cents per 100 pounds. 

Section 14.—Other Grains, Flour and other Mill Products. 


These rates’ should be treated in the same way as the 
wheat rates. The McAdoo Order in dealing with them 
reads: “25 per cent but not exceeding an increase of 6 
cents per 100 pounds, and increased rates shall not be less 
than new rates on wheat.” 


Section 15.—Live Stock. 


Similar increases have been made in both countries by 
the respective commissions. The McAdoo Order increases 
the rates 25 per cent, but not exceeding an increase of 7 
cents per 100 pounds where rates are published per 100 
pounds, or $15 per standard 36-foot car where rates are 
published per car. 

Section 16.—Packing House Products and Fresh Meats. 


_An increase of 15 per cent has been made in both coun- 
tries by the respective commissions. The McAdoo Order 
makes a further increase of 25 per cent, except that the 
rates published from all Missouri River points to Mis- 
sissippi River territory and east thereof shall be the same 
as the new rates from St. Joseph, Mo. The exception is 
without significance, having regard to territory contiguous 
to Canada. The adoption of the McAdoo Order will make 
a parity of increase. 


Section 17.—Bullion, base (copper or lead), pig or slab, 
and other smelter products. 


Fifteen per cent increases have already been granted in 
both countries. The McAdoo Order increases the rates 25 
per cent, and may be adopted. 


Section 18.—Sugar, including syrup and molasses, where 
6 sugar ‘rates apply thereto. 


A 15 per cent increase was granted by the Interstate 
Commerce Commission. A 15 per cent increase was also 
granted by the Board. Canadian eastern territory is con- 
tiguous to American territory covered by the Official Classi- 
fication. Under the McAdoo Order sugar rates are to be 
advanced 25 per cent, except that where the Official Classi- 

- fication applies the fifth-class rates, as increased, will ap- 
ply. Commodity rates for sugar were in effect in Amer- 
ican eastern territory prior to the McAdoo Order and are 
to-day in effect in Eastern Canada. : 

Sugar classifies fifth class, and only moves on fifth class, 
in so far as the all-rail movement from Eastern to Western 
Canada is concerned. The district covered by sugar com- 
modity tariffs stops at North Bay, on the Grand Trunk, 
and at Sudbury, on the C. P. R. The effect of the McAdoo 
Order is to increase the rates on sugar between points in 
the United States formerly covered by commodity tariffs to 
a greater extent than 25 per cent. For example: the for- 
mer commodity rate on sugar from New York to Detroit 
was 24% cents. Under the McAdoo Order it now becomes 
35, an increase of 42 per cent. From New York to Chicago 
the commodity rate was 31%; new rate, 45 cents; a per- 
centage increase of 43 per cent. The New York to St. Paul 
and Duluth rate was 381% cents; new rate, 65 cents; a per- 
centage increase of 69 per cent. 

As the commodity rates in Eastern Canada were not 
based on any fixed proportion of the 5th class, the percent- 
age of the resulting increase would change in almost every 
instance. As similar increases were made in both coun- 
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tries before the McAdoo Order, the parity of treatment 
in increases will be obtained by providing for an increase 
of 25 per cent, except that in Canada, where the Canadian 
Freight Classification applies, the 5th class rate as in- 
creased would be substituted. 

The effect of the McAdoo Order on the sugar movement 
from Montreal to Toronto would be as follows: 

The present rate is 18% cents per 100 pounds, while the 
present 5th class rate is 26% cents, and as increased under 
the McAdoo Order would be 33 cents. As a result the rate 
would be increased 14% cents per 100 \pound, or 78.3 per 
cent. 

The increase would make the freight costs 0.33 cents 
per pound as against 0.185 cents per pound, and on a 10- 
pound purchase by the consumer 3.3 cents as against 1.85 
cents. 


Section 19.—Ice. 


No authority to increase ice rates in American eastern 
territory prior to the McAdoo Order appears. Under these 
circumstances, the increase of 15 per cent allowed by the 
Board should be cancelled, and the McAdoo advance of 25 
per cent should be calculated on the former rates. 
Section 20.—Commodity Rates Not Included in the Fore- 

; going. 

These should be increased 25 per cent as allowed by 
the McAdoo order. 


Section 21.—Territory West of Fort William.—Class Rates. 


No increase was made in class rates in western terri- 
tory by the Interstate Commerce Commission. An increase 
of 15 per cent was allowed by the Board. As a result the 
increase granted by the Board should be cancelled and the 
25 per cent increase allowed by the McAdoo Order calcu- 
lated on the old rates. 

The position in so far as minimum rates are concerned 
is similar to the position already covered, having regard 
to the eastern rates. The result is that the same minimum 
of 24 cents first class, in view of the Canadian tariff con- 
struction, should be adopted in lieu of the 25-cent mini- 
mum provided by the McAdoo Order. 

The minimum charge on less than carload shipments will 
also be increased so as to provide for a minimum charge 
of 50 cents, instead of 35 cents, as in eastern territory. 


Section 22.—Coal. 


The McAdoo Order makes the same increases on coal as 

_ in eastern territory, and in view of the provision of the 
Order that in any case where a flat 15 cents had not al- 
ready been allowed the increased rate should be calculated 
upon that basis makes the situation such that to arrive 

_at a comparative increase the full McAdoo increases must 
be adopted as in eastern territory. 


‘Section 23.—Coke. 


The position as to coke is exactly the same as to coal, 
and the increases here, again,. are the same as already 
shown for eastern territory. 


Section 24.—Iron Ores. 


This is not an important movement in Western Can- 
ada. No increase was made in the American rate prior to 
the McAdoo Order. That Order allows a fiat increase of 
30 cents per net ton of 2,000 pounds except that no in- 
crease shall be made in rates on ex-lake ore that has paid 
one increased rate before reaching lake vessel. As a result 
the existing tariffs to cover this movement should be can- 
celled and the 30 cents per net ton allowed by the McAdoo 
Order added to the rates existing prior to the 15 per cent 
case. 


Section 2 (a).—Other Ores. 

Ores other than iron, under the McAdoo Order, are cov- 
ered ‘by a general increase of 25 per cent. The American 
rate situation does not at all compare with the situation in 
Western Canada. Ore rates to Western Canadian smelt- 
ers are compiled for the lower values on the rubble and 
dimension stone commodity mileage basis, on values ex- 
ceeding $50 to $100 on the 10th class distributing rates, and 
on values exceeding $100 on the 10th class standard rates. 
In the United States, however, the ore rates have no such 
relation. It is inadvisable to change the Canadian basis. 


Increases, however, can be obtained by advancing the Can- 
adian rates in the same manner as the McAdoo award ad- 
vances the commodity and class rates upon which the Can- 
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adian rates are based. The district particularly interested 
is the Kootenay district. On low-grade ores of the value 
of $5 the old rate was $1.35 a ton from Kimberley to Trail, 
An increase of 10 per cent has since been made, so that 
the existing rate is $1.50 per ton. Under the basis recom- 
mended this rate will become $1.55 per ton. If the straight 
McAdoo increase had been applied the rate would become 
$1.70 a ton. For the same movement on ores of $15 a 
ton the old rate was $1.65, increased to $1.80, and the pro- 
posed rate will be $1.85. Under the McAdoo award the in- 
creased rate would amount to $2.10. 


The increases on the rubble and stone commodities are 


but 1 cent per 100 pounds, and the increases in the ore 
rates are thus held down. Values from $25 to $50 inclusive 
are based on the dimension stone commodity tariff. The in- 
crease here under the McAdoo Order is 2 cents per 100 
pounds, and the result is that on the same movement of 
ore of the $25 value the old rate of $1.90 a ton, which has 
been increased to $2.10 a ton, and would move at a rate of 
$2.30 a ton. Under the McAdoo Order the rate would be 
$2.40. 

For the $50 ore the old rate was $2.80, the rate as in- 
creased is $3.10, and the increase which should be allowed 
would bring the rate up to $3.20. In this case the McAdoo 
Order would allow an increased rate of $3.50. On $100 ore 
the old rate was $4 per ton; as increased $4.40 a ton and 
would become $5. It is to be observed that the basis of 
the McAdoo increase would make the same $5 rate. 

Over the above the ordinary ore rates there are other 
ore rates covering train load lots. These have been in- 
creased in Canadian territory. The increases granted ought 
to be disallowed.and the new rates ‘be based on the former 
rates, plus an advance by 25 per cent as per the McAdoo 
Order. 

Section 25.—Stone, artificial and natural, building and 
monumental, except carved, lettered, polished or traced. 
The rates on these commodities were advanced by the 

Board in the “Fifteen Per Cent Case.” No advance was 

made -by the Interstate Commerce Commission. The ad- 

vanced tariff approved by the Board should be cancelled, 
and the 2 cents per 100 pounds called for by the McAdoo 

Order added to the tariffs as they existed prior to the 

“Fifteen Per Cent Case.” 


Section 26.—Stone, broken, crushed and ground, 
and gravel. 


The rates on those commodities were advanced by the 
Board in the “Fifteen Per Cent Case.” No advance was 
made by the Interstate Commerce Commission. The ad- 
vanced tariff approved by the Board should be cancelled, 
and the 1 cent per 100 pounds called for by the McAdoo 
Order added to the tariffs: as they existed prior to the 
“Fifteen Per cent Case.” 


sand 


Section 27.—-Brick, except enameled or glazed. 


The rates on this commodity were advanced by the Board 
in the “Fifteen Per Cent Case.” No advance was made by 
the Interstate Commerce Commission. The advanced tariff 
approved by the Board should be cancelled and the 2 cents 
per 100 pounds called for by the McAdoo Order added to 
the tariffs as they existed prior to the “Fifteen Per Cent 
Case.” 

Section 28.—Cement. 


The position of relative increases is similar to that in 
eastern territory and the same action may be taken. 


Section 29.—Lime. 


An increase of 15 per cent has already been made in 
Canada. No increases were allowed by the Interstate Com- 
merce Commission. The advanced tariff approved by the 
Board must be cancelled and the increase under the Me 
Adoo Order, which amounts to 1% cents per 100 pounds, 
applied in the former rate. 


Section 30.—Lumber. 


The most important movement in western territory 18 
from British Columbia, which province, tagether with 
Washington and Oregon, are closely in relation one to the 
other in the production of lumber. The Canadian mills 
sell in the United States territory in competition with the 
American producer, and the American producers sell in 
Canadian territory in competion with British Columbia 
mills. The original rates were the same. The rate from 
Vancouver to Winnipeg was 40 cents. The rate from Port- 
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Jand and from Seattle to St. Paul and Winnipeg was also 
40 cents, the Winnipeg rate being competitive. 

Some years ago the American lines, with the subsequent 
approval of the Interstate Commerce Commission, advanced 
their rate from 40 to 45 cents to St. Paul, although for 
competitive purposes, owing to the fact that the Canadian 
lines could not increase their rates, the United States 40- 
cent rate to Winnipeg was maintained. 


The matter of lumber rates was considered by the Board 
in the “Fifteen Per Cent Case.” ‘The situation was found 
to be such that no flat 15 per cent increase could be al- 
lowed. The consideration of chief importance in lumber 
yates was found to be the relation one to the other, having 
regard to the different points of production in Canadian 
territory. Certain advances were allowed, and among them 
the rate Vancouver to Winnipeg was advanced to 45 cents. 
The main rate was, therefore, restored to a parity with the 
American rate as formerly. Under the McAdoo Order the 
American lines have increased their rate to St. Paul and 
Minneapolis from 45 to 50 cents. Other rates in American 
territory have been advanced to the full 25 per cent al- 
lowed by the McAdoo Order, subject to the maximum of 
5cents. The increase given by the Board in the “Fifteen 
Per Cent Case” practically restored parity between the 
Canadian and American rates. If the incréase allowed by 
the McAdoo Order of 25 per cent, subject to a maximum 
of 5 cents per 100 pounds is allowed in the existing tariffs, 
that parity would be maintained. The increases will, of 
course, extend not only to movements in local territory, but 
also to eaStern Canada and to the eastern states. 


Other sources of local supply are the northern spruce 
belt and the Lake of the Woods, Rainy River and Thunder 
Bay districts. 


Under the McAdoo Order these rates will take the same 
advance. 
Section 31—Grain and Grain Products to Fort William 
and Port Arthur. 


These rates in Canadian western territory are lower 
than the rates in contiguous American territory. The 
American hauls are to the terminals at St. Paul, Minne- 
apolis and Lake Superior ports. All these terminals take 
the same rate. The haul within Canadian territory is to 
Port Arthur and Fort William. For example, the rate 
from Garrison, Mont., to Minneapolis, a haul of 1,172 miles, 
was 33 cents. The haul from Lethbridge to Fort William, 
1177 miles, had a 23-cent rate. 

Under the McAdoo Order the rate from Garrison moved 
up a further 6 cents, making that rate 39 cents, while 
under the Board’s Order the grain rate from Lethbridge 
was increased 2 cents, making that rate 25 cents, so that 
the difference became much accentuated. The parity of in- 
crease in haul, although, of course, not in rate, which is 
not for a moment recommended, can be easily obtained by 
adding the increase under the McAdoo Order to the old 
rates for mileages substantially similar to those in the 
United States. The following table is submitted as show- 
ing the results of the application of the McAdoo scale on 
this basis to points representing different mileages: 

To Fort William, Port Arthur and Westfort, Ont. 


Increased by 


Board. 
for similar U. S. 


New rate based on 
McAdoo increase 
mileages. 


Present rate as 


From— 

Winnipeg, Man. ...... 
Port, la Prairie, Man. 
Brandon, Man. 
“innedosa, Man. 
Souris, M-in. 
Dauphin, Man. 

Arcola, Sask. 

stevan, Sask. ........ 
Weyburn, Sask. 

€gina, Sask. 


Swift ey ' 
Maple Creek, Sask. ... 
eakatoon, Sask. 
€8ar, Sask. 
Kinders ley, 


Kerrobet,’ Sask, 1041—CP 
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1202—CN 
1077—-CP 
977—CN 


Hanna, Alta 

Medicine Hat, Alta... 

Prince Albert, Sask... 

Lethbridge, Alta .. 

Calgary, Alta 

High River, 

Red Deer, 1282—CP 

Edmonton, Alta. 12483—GTP 

Section 32.—Grain and Grain Products between Local Points 
and the Pacific Coast. 


In so far as local rates and rates to Vancouver are con- 
cerned, the McAdoo Order would also increase these 25 
per cent, with a maximum of 6 cents per 100 pounds. The 
simplest way of dealing with these movements, which are 
not in any way related to the American market or Amer- 
ican competition, is to disallow the increase already made 
by the Board and calculate the increases on the old rates. 


Section 33.—Live Stock. 


Attention has not been called to any increase either on 
the line of the Great Northern or on the Northern Pacific. 
These companies occupy territory contiguous to that of 
Canadian carriers in the West. Increases in the American 
live stock rates in the more southly territory were granted 
in 1915. These increases would not, however, appear to 
control the situation. The increase already granted by the 
Board should, therefore, be struck out and the increase 
allowed under the McAdoo Order of 25 per cent, but not 
exceeding an increase of 7 cents per 100 pounds for rates 
published per 100 pounds, or $15 per standard 36-foot car 
where rates are published per car, added. 

Section 34.—Packing House Products and Fresh Meats. 


These rates were advanced by the Board in the “Fifteen 
Per Cent Case.” ‘No increase was allowed by the Inter- 
state Commerce ‘Commission. The advance under the Mc- 
Adoo Order is 25 per cent. The advance tariffs authorized 
by the Board should be cancelled and the increase cal- 
culated on the tariffs in effect prior to March 15, 1918. 


Section 35.—Bullion base (Copper or Lead), Pig or Slab 
and other Smelter Products. 

_ The McAdoo Order allows an increase of 25 per cent on 

existing rates except that: ; 

1. Rates from producing poins in the States of Arizona, 
California, Idaho, Montana, Nevada, New Mexico, Oregon, 
Utah and Washington to New York, N. Y., shall be six- 
teen dollars and fifty cents ($16.50) per net ton with estab- 
lished differentials to other Atlantic seaboard points, and 

2. Rates from points in Colorado and El Paso, Texas, to 
Atlantic seaboard points shall be increased six dollars and 
fifty cents ($6.50) per net ton. 

Separately established rates used as factors in making 
through rates to the ‘Atlantic seaboard shall be increased 
in amounts sufficient to protect the through rates as above 
increased. 

There are three smelters in British Columbia, one at 
Greenwood, one at Grand Forks and one at Tadanac 
(Trail). ; 

The chief movement of the smelter products in Canadian 
territory is to Toronto, Hamilton and Montreal. The ex- 
act percentage of increase, owing to the blanket form of the 
McAdoo Order, is somewhat difficult to apply to any mile- 
age basis, or to the Canadian rate basis. Under the Order 
the rates to Buffalo from Northport, which is the Ameri- 
can smelter nearest to the Canadian group, is 71% cents 
per 100 pounds. An increased rate to the Canadian carriers 
which would place Toronto and Hamilton on the same 
basis as Buffalo would be reasonable and fair. This 71%4- 
cent rate produces a rate per ton of $14.30. The present 
rate to Toronto for the Canadian haul is $13.40. Under the 
McAdoo Order the Boston rate becomes $16.90 a ton, 
while the New York rate is $16.30. The Montreal rate 
ought to be held down to the New York rate. To terri- 
tory east of Montreal in Canada the usual arbitraries should 
be added to the Montreal rate. 

Rates to points in Western Canada should take the ad- 
vance of 25 per cent as provided by the McAdoo Order. 
In view of conditions existing at Canadian smelters and 
the cost of production of zinc, the present zine rates for 
domestic purposes should be reduced to the copper and lead 
rates already referred to. 

Section 36.—Sugar, Syrup and Molasses. 
Sugar is refined in western territory in Vancouver, whence 


the movement extends as far east as Winnipeg. The Mc- 
Adoo Order is difficult to apply to this traffic. For exam- 
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ple, it provides that from points in California to points 
taking Missouri River rates and those relatéd thereto 
under the Interstate Commerce Commission’s 4th section 
order, and to points east of the Missouri river, an increase 
of 22 cents per 100 pounds was made. The order, of course, 
includes an increase of 25 per cent except in specific cases. 
As already pointed out in connection with the eastern 
movement, it makes a large increase ‘by cancelling the com- 
modity rates and making the increased 5th class rates ap- 
plicable. The sugar from Vancouver to distinations in the 
west moves under commodity rates, as eastern sugar moves 
locally in Eastern Canada. The eastern refiner has long 
alleged an undue preference which enables the British Co- 
lumbia shipments to be carried as far as Winnipeg under 
the commodity tariff, while he, shipping all-rail to the west- 
ern provinces, has to pay the 5th class rates, and the com- 
plaint has also been made that the British Columbia tariff 
is out of scale. Judgment has been reserved for a con- 
siderable time by the Board in this question, but a read- 
justment of the sugar rates will have to be made before 
the question is properly and finally determined. The fair- 
est way of increasing the British Columbia sugar rates 
would appear to be to apply to these rates the same basis 
and principles as recommended for eastern territory. 


Section 37.—Commodity Rates Not Included in the Fore- 
going. 


These rates should be advanced by adding the increase of 
25 per cent provided by the McAdoo Order to the rates as 
they existed prior to the increase of 15 per cent permitted 
_ by the Board, and the Board’s increase disallowed. 

Section 38.—General Class Rates Between Points in East- 
ern and Western Canada. 


The eastern portion of these rates was increased 6 cents 
in the first-class shortly before the 15 per cent applica- 
tion had been made, a further increase of 10 per cent be- 
ing then allowed by the Board. The increase in Western 
Canada was 15 per cent. The like United States rates were 
increased, in so far as eastern territory was - concerned, 
approximately 10 per cent, this increase being made on the 
15th of March_last, the former New York-Duluth rate be- 
ing $1.18.8 Ist class and increased in July, 1917, to $1.30. 
Under the McAdoo Order the rates have increased 25 per 
cent; so that the present rate is $1.62%. In order to pro- 
duce a like parity in Canada the McAdoo increase in east- 
ern territory of 25 per cent will be calculated on the exist- 
ing rates, but in western territory the 15 per cent already 
allowed by the Board must be disallowed and a 25 per cent 
increase made on the old rates. 


Section 39—Commodity Rates Between Points in Eastern 
and Western Canada. 


Specific commodity rates in the separate territories have 
already been dealt with, and in both territories commodity 
rates which are not covered by specific provision are shown 
to require an increase of 25 per cent in order to give the 
increase called for under the McAdoo Order. In con- 
nection with commodity rates between eastern and western 


Canada the appropriate increases would, therefore, be - 


those which would obtain hereunder in the different terri- 
tories in like commodity rates therein, in so far as the 
portion of the rate in such territory is concerned. 


Section 40.—Export and Import Rates. 


Both export and import rates are cancelled by the Me- 
Adoo Order, although the right to make a differential rate 
has been reserved. The Canadian rate structure and traf- 
fic conditions do not permit similar action. 

(a) Export Rates.—This question had already been dealt 
with by the Board. 

(b) Import Rates.—The increases which would result 
by the general adoption of the increased scales for local 
tariffs as provided by the McAdoo Order ought not to be al- 
lowed. With the longer rail haul in Canada and the dif- 
ferent traffic conditions obtaining, in order to do business 
the railways in the past have deemed it necessary to main- 
tain an import rate basis which would be as low as that 
obtaining from the American port enjoying the lowest rate. 
Just so soon as these rates became equalled by local rates 
in Canadian territory local rates from that point onward 
obtained. The only increase that ought to be permitted in 
import rates, if the very proper policy of the past is con- 
tinued, is to authorize increases in the import rates sub- 
* ject to the limitation that the rates as increased shall not 


‘ 


Vol.. XXII, No. § 


exceed in any particular class or commodity the lowest 
import rates to. the same points, from Baltimore or any 
North Atlantic seaport in the United States. 


Section 41.—Disposition of Fractions. 


In applying rates, fractions should be disposed of as fol- 
lows: 

(1) Rates in cents or in dollars and cents per 100 
pounds or per package: Fractions of less than 4 or 0.25 to 
be omitted. 

Fractions of 4 or 0.25, or greater, but less than %% or 
0.75 to be shown as one-half (%4). 

Fractions of % or 0.75, or greater, to be increased to the 
next whole figure. 

(2) Rates per ton: 

Amounts of less than five cents to be omitted. 

Amounts of five cents or greater, but less than ten cents, 
to be increased to ten cents. 

(3) Rates per car: 

Amounts of less than twenty-five cents to be omitted. 

Amounts of twenty-five cents or greater, but less than 
seventy-five cents, to bé shown as fifty cents. 

Amounts of seventy-five cents or greater, but less than 
one dollar, to be increased to one dollar. 


Section 42.—Observance of differentials. 


The McAdoo Order contains the following provision: 

“In establishing the freight rates herein ordered, while 
established rate groupings and fixed differentials are not 
required to-be used, their use is desirable, if found prac- 
ticable, even though certain rates may result which are 
lower or higher than would otherwise obtain.” 

There is no objection to the adoption of this clause. As 
a matter of fact it merely applies to the scales as ad- 
vanced, the practice usually followed in the preparation of 
schedules, 

Section 48. 


It should be pointed out that in the preparation of the 
schedule of increases in this report the provisions of Or- 
der in Council No. 1768 have been adhered to, and the 
directions to establish similar increases to those granted 
in adjacent United States territory have been complied 
with to the extent the Canadian rate system and condi- 
tions permit. In the result the previously existing parity 
of rates in Canadian and United States territory has been 
as near as may be preserved, and whenever under the 
former rate schedules Canadian railway rates have been 
on a lower rate basis lower rates in Canada have been 
maintained. In the general result it will be found that 
smaller increases will obtain in Canada than in the United 
States. Where it has been found impracticable to give the 
full increase allowed in United States territory under the 
McAdoo Order the matter has been fully discussed with 
the chief traffic officers of the companies chiefly concerned. 


Section 44. 


It is difficult accurately to forecast the increased gross 
earnings that the rate increases will give. It is much more 
difficult to arrive with any degree of accuracy at the result 
of the net. Traffic conditions and operating expenses con- 
stantly change. The authorities of the United States have 
gone into all the circumstances requiring and the added ex- 
penses necessitating a rate increase with much care. AS 
a result of this study, in the opinion of those authorities, 
the so-called twenty-five per cent increase was necessary. 

Increased costs and war conditions bear even more 
hardly upon railway conditions in Canada than in the 
United States. The Canadian railways themselves are 
large contributors to increased United States freight 
charges. Railway coal for Quebec, Ontario, and a consid- 
erable portion of the western prairies is imported from 
the coal mines of the United States and subject to long 
hauls by the American carrier. 

The Grand Trunk Railway Company estimates that the 
additional amount its coal for the year will cost, owing 
to the increase of freight rates alone in United States 
territory, is approximately $800,000; the Canadian Pacific 
$900,000, and the Canadian Northern $450,000. 

A large percentage of other raw materials required by 
the railways in their operation are also imported from 
the United States. The Canadian railways not only pay 
the ordinary duty, but also a special war tax on their coal. 

It is also clear that the inéreases authorized by the 
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August 10, 1918 


McAdoo Order, to the extent adopted by Order in Council 
No. P. C.~1768, will not give the Canadian railways the 
increases the United States lines receive under it. No in- 
creases are allowed on Canadian lines on passenger sleep- 
ing or parlor car tariffs. 

It is also true that the increases on a large volume of 
the traffic will fall a considerable degree short of the 25 
per cent increase popularly connected with the McAdoo 
Order, owing to the maximum limitation the order creates 
and the flat increases in other cases allowed. 

The Order in Council was not passed for the purpose 
of increasing company profits over those of previous years, 
put for the purpose of meeting the advanced costs of 
transportation, of preventing strikes, and the collapse of 
the country’s transportation. 

The railway executives, while stating that the increases 
allowed will enable transportation to continue in efficiency, 
claim that such increases will not be sufficient to cover 
the whole increased cost- of operation. Whether this will 
or will not be the case is largely a matter of speculation. 

Under all the circumstances it is submitted that the 
Board be instructed to advise the Cabinet, through the 
Minister of Railways, month by month, the monthly net 
results of the operations of the three larger systems, i. e., 
the Grand Trunk, Canadian Pacific, and Canadian North- 
ern, to the end that any increases that may be found to 
be unnecessary be promptly curtailed. 


Ottawa, July 25, 1918. H. L. DRAYTON. 


P. C. 1863. 
AT THE GOVERNMENT HOUSE AT OTTAWA 
Saturday, the 27th day of July, 1918. 
Present: 


HIS EXCELLENCY THE GOVERNOR GENERAL IN 
COUNCIL 


His Excellency the Governor General in Council, on the 
recommendation of the Minister of Railways and Canals, 
made on the recommendation of the Board of Railway 
Commissioners, and under the authority of the War Meas- 
ures Act, 1914, is pleased to order and enact and it is 
hereby ordered and enacted as follows: 

J. Notwithstanding the provisions of any legislation 
heretofore passed, or of any rate-limiting agreement here- 
tofore made, the charges for the carriage of freight on all 
railways owned, operated or controlled by the Government 
of Canada, and all other railways subject to the jurisdic- 
tion of the Parliament of Canada, shall be increased to 
the extent and in the manner hereinafter set out, that is 
to say: 

TERRITORY EAST OF FORT WILLIAM 
Section 1—Class Rates 


All class rates in eastern territory shall be increased 
twenty-five per cent. 


Section 2—Commodity Rates 


(a) Commodity rates on the following articles in car- 
loads shall be increased by the amounts set opposite each: 


Commodities. Increases. 
Coal— 
Where rate is 0 to 49c per 
ton 5e r net ton of 2,000 Ibs. 
Where rate is 
per ton j > net ton of 2,000 Ibs. 
Where rate is $1.00 to $1.99 
BOP tO so tcancwaweasetscesi* 30¢ * net ton of 2,000 Ibs. 
Where rate is $2.00 to $2.99 
per ton : r net ton of 2,000 Ibs. 
Where rate is $3.00 or higher 
per ton 
Coke— 
Where 


> net ton of 2,000 Ibs. 


rate is 0 to 49¢e per 
ee se rr rer 15¢e 
Where rate is 50c to 99c 
ber ton e r net ton of 2,000 Ibs. 
Where rate is $1.00 to $1.99 
per ton > net ton of 2,000 lbs. 
Where rate is $2.00 to $2.99 
per ton 
Where rate is $3.00 or higher 
Or ber TON cece eee eee e eee eeeees 75e per net ton of 2,000 lbs. 
es, iron -30c per net ton of 2,000 lbs, ex- 
cept that no increase shall be 
made in rates on ex-lake ore 
that has paid increased all- 
rail rate before reaching lake 
vessel. The increase of 30c 
shall be 


r net ton of 2,000 Ibs. 


per net ton of 2,000 Ibs. 
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force ‘prior to March 15, 1918, 
and the increases since al- 
lowed by the Board of Rail- 
way Commissioners struck 
¢ out. 

and natural, 
monumental, 
lettered, pol- 


Stone, artificial 
building and 
except carved, 
ished or traced 2c per 100 Ibs. 

Stone, broken, crushed and 
P.O RESP PEELE ASES oe aes 1c per 100 Ibs. 

Sand and gravel -le per 100 Ibs. 

Brick, except 
glazed 

Cement 

Lime and plasters 

Lumber and other forest prod- 
ucts not otherwise herein 
specifically dealt with 


enameled 


per 100 Ibs. 
per 100 Ibs. 
Hye per 100 Ibs. 


A flat rate of 1e per 100 lbs. to 
be added to the tariffs in 
force prior to March 15, 1918, 
and the rate so obtained to 
be then increased by 25 per 
cent but not exceeding 5e per 
100 lbs.; the increase _ since 
granted by the Board of Rail- 
way Commissioners to be dis- 
allowed. 

Pulpwood -(.25 per cent, but not exceeding 

an increase of 5c per 100 Ibs. 

Cordwood, slabs and mill re- 
fuse, for fuel purposes 

Wheat 


le per 100 Ibs. 

By striking out the limitation 
imposed of 2c per 100 lbs. in 
the increase allowed by the 
Board of Railway Commis- 
sioners, effective March 15, 
1918, and adding 25 per cent 
increase, but not exceeding 

6c per 100 lbs. 

and other 


--To be increased to the new 
wheat rates. 

ee eee rT ery seeeee2d per cent, but not exceeding 
an increase of 7c per 100 Ibs. 
where rates are published per 
100 lbs., or $15 per standard 
36-foot car where rates are 
published per car. 


Other grains, flour 
milled products 


Live stock 


Packing-house products and 

fresh meats 

Bullion, base (copper or lead), 

pig or slab, and other smel- 
We SOE «ov 6 co ee dacsoneows 25 per cent. 

Sugar, syrup and molasses By canceling existing commod- 
ity rates and applying the 
fifth class rate as increased 
hereunder. 

MO? deecwavdea sovccccccccvecccccend per cent calculated on tariff 
in effect prior to March 15, 
1918. Increases since allowed 
by the Board of Railway Com- 
missioners to be disallowed. 


-25 per cent. 


(b) Commodity rates not included in the foregoing list 
shall be increased 25 per cent. 

(c) In applying the increases prescribed in this sec- 
tion, the increased class rates applicable to like commod- 
ity descriptions and minimum weights between the same 
points are not to be exceeded. 


TERRITORY WEST OF FORT WILLIAM 
Class Rates 


(a) All class rates shall be increased 25 per cent, cal- 
culated on the tariffs in force prior to March 15, 1918; 
the increases since allowed by the Board of Railway Com- 
missioners to be disallowed. 


Increases. 

Rates to be increased as rates 
on these commodities are in- 
creased hereunder in eastern 
territory. 

Pee ey ee ee sseeeeeeeRates to be increased as rates 
on these commodities are in- 
creased hereunder in eastern 
territory. 

seeeeeeeeesOn Ores not exceeding in value 

$25 per net ton, 1c per 100, 
lIbs.; on ores valued over $25 
to $50, 2c per 100 Ibs.: on ores 
valued over $50 to $100, the 
10th class rates of the mer- 
chandise distributing scale, as 
increased hereunder, shall ap- 
ply; on ores over $100 in value 
the 10th class rates of the 
merchandise standard scale, 
as increased hereunder, shall 
apply. 


Commodities. 
Coal and coke 


Ores, iron 


Ores, other 


Stone (artificial and natural), 
building and monumental, 
except carved, lettered, pol- 
ished or traced By the addition of 2c per 100 
Ibs. to the tariff in force prior 
to March 15,* 1918; the in- 
creases subsequently granted 
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- by the Board of Railway Com- 

missioners to be disallowed. 
Stone, broken, crushed and By the addition of le per 100 
ground; also sand and gravel. Ibs. to tariffs in force prior to 
. March 15, 1918; the increases 
since allowed by the Board of 
Railway Commissioners to be 

disallowed. 


Brick, except enameled or 
SOE: | baas ie ceeds game ena ad a ede By the addition of 2c per 100 

lbs. to the tariffs’ in force 
prior to March 15, 1918; the 
increases since granted by 
the Board of Railway Com- 
missioners to be disallowed. 

NIG os h bisis06 5 cawwemdaandows -2c per 100 Ibs. 


Re Sis dwar os ivaaxwened canals 1%c per 100 Ibs. on the tariffs 
in force prior to March 15, 
1918; the increases since .al- 
lowed by the Board of Rail- 
way Commissioners to be dis- 
allowed. 


BANOE ptibs oe ceccess FEE 25 per cent, but not exceeding 
an increase of 5c per 100 Ibs. 
Grain and grain products to 
Fort William and Port Ar- 


SEE. cewahoes Uride tix ts.nobbne «ten By the addition of the increases 
granted under the McAdoo 
order for similar mileages in 
adjacent American territory, 
to the rates in. effect prior to 
March 15, 1918. Where more 
than one tariff of an Ameri- 
can carrier in an adjacent 
state exists, the rate increase 
shall "be that allowed on the 
lowest normal rate for the 
same or similar mileages in 
such contiguous territory un- 
der the McAdoo order; the 
increases since granted by the 
Board of Railway Commis- 
sioners to be disallowed. Pro- 
vided that the rates on said 
products shall not be greater 
from the City of Edmonton 

- than from the City of Cal- 
gary. 
Grain and grain products be- 

tween local points and to 

ee ee eee By the addition of 25 per cent, 
but not exceeding an increase 
of 6c per 100 lbs. to tariffs in 
effect prior to March 15, 1918, 
and by disallowing the in- 
creases since made _ by the 

» Board of Railway Commis- 
sioners. : 


Uw GUO Be iei ck ced bee +.++..By the addition of 25 per cent, 
but not exceeding an increase 
of 7c per 100 Ibs where rates 
are published per 100 Ibs., or 
$15 per standard 36-foot car 
where rates are published per 
car; increases to be based on 
tariffs in effect prior to March 
15, 1918, and the increases 
since allowed by the Board of 
Railway Commissioners to be 
disallowed. 

Packing-house products and 

VHP CUE cick ved odcbinscaces By the addition of 25 per cent 
to the tariffs in effect prior to 
March 15, 1918, and increases 
since allowed by the Board 
of Railway Commissioners to 

: be disallowed. 

Bullion, base (copper or lead)) 

pig or slab, and other smel- 

We IO pein meg osi-e tess ees Rates from British Columbia 
smelters to Toronto and Ham- 
ilton to take the rates 
from the contiguous American 
smelting and shipping point, 
namely Northport, Wash., to 
Buffalo, viz., 71%c per 100 
lbs., Montreal to take the 
New York rate of 81%c per 
100 lbs. Rates to Canadian 
points, other than points in 
eastern Canadian territory, to 
be advanced 25 per cent. Rates 
on zine for domestic consump- 
tion to be the same as on 
copper and lead. 


Sugar, syrup and molasses..... To be made on the basis and 
principle adopted hereunder 
for eastern territory. 


(b) Commodity rates not included in the foregoing list 
shall be increased 25 per cent, calculated on the tariffs 
in force prior to March 15, 1918, and the increases since 
authorized by the Board of Railway Commissioners to be 
cancelled. 


(c) In applying the increases prescribed in this sec- 
tion, the increased class rates applicable to like commod- 


ity descriptions and minimum weights between the same 
points are not to be exceeded. 


TERRITORIES BOTH EAST AND WEST 
Minimum Charges 


(a) After the increases hereunder made in class rates, 
no rates shall be applied on any traffic moving under clags 
rates lower than the amounts in cents per 100 pounds for 
the respective classes as follows: 


e- 9 Oe se 6 7 8 oa 
MOE Vaeaddaka tases a5 24 21 18 15 12 11 9 10 10 7% 


(b) The minimum charges on less than carload ship. 
ments shall be as provided in the Canadian Freight Clasgj- 
fication, but in no case shall the charge on a single ship. 
ment be less than fifty cents. 

(c) Class rates. 


Class rates between eastern Increases. 
and western points ...... ....-That portion of the rate ap- 
plicable to eastern territory 
to be increased 25 per cent, 
and that portion applicable to 
western territory 25 per cent, 
based on the rate in effect 
prior to March 15, 1918. The 
advances subsequently _ al- 
lowed by the board in west- 
ern territory shall be disal- 
lowed. 
Commodity rates between 
eastern and western points...On that portion of the rate ap- 
“ plicable to eastern territory, 
the appropriate increase 
granted hereunder for the 
commodity for local move- 
ments in eastern territory; 
and on the western portion 
the appropriate increase 
granted hereunder for the 
commodity for local movement 
in western territory. The ad- 
vances allowed by the Board 
of Railway Commissioners in 
western territory, effective 
March 15, 1918, shall be dis- 
allowed. 
(d) Import rates ...............To be increased, subject, as a 
maximum, to the lowest rates 
obtaining from Baltimore or 
any north Atlantic seaport in 
the United States to the same 
destinations, except that the 
rates from Halifax shall be 
increased so as to continue 
on the present relative basis. 


(e) Disposition of Fractions 
In applying rates, fractions shall be disposed of as fol- 
lows: 

(1) Rates in cents or in dollars and cents per 100 

pounds or per package: 

Fractions of less than 44 or 0.25 to be omitted. 

Fractions of 4% or 0.25, or greater, but less than 
% or 0.75, to be shown as one-half (14). 

Fractions of % or 0.75, or greater, to be increased 
to the next whole figure. 

(2) Rates per ton: ; 
Amounts of less than five cents to be omitted. 
Amounts of five cents, or greater, but less than 

ten cents, to be increased to ten cents. 

(3) Rates per car: 

Amounts of less than twenty-five cents to be 
omitted. 

Amounts of twenty-five cents, or greater, but less 
than seventy-five cents, to be shown as fifty 
cents. 

Amounts of seventy-five cents, or greater, but less 
than one dollar, to be increased to one dollar. 


(f) Observance of Differentials 


In establishing the freight rates herein ordered, while 
established rate groupings and fixed differentials are not 
required to be used, their use is desirable, if found prac 
ticable, even though certain rates may: result which are 
lower or higher than would otherwise obtain. 

(g) All schedules, viz., tariffs and supplements, pub 
lished under the provisions of this Order shall bear 00 


.the title-page the following, in bold-face type: 


This schedule is published and filed on one day's 
notice with the Board of. Railway Commissioners for 
Canada, pursuant to Order in Council No. .....--- 

The Board of Railway Commissioners shall obtain from 
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the three larger railway systems, that is to say, the Grand 
trunk, Canadian Pacific and Canadian Northern Railway 
Companies, the results of railway operation per month, 
and report on the same monthly to His Excellency in 
council, through the Minister of Railways and Canals, 
to the end that should the earnings of the said companies 
under this order be greater than the sum required to meet 
increased costs and permit transportation to be properly 
and efficiently carried on, the appropriate reduction in the 
rates fixed hereunder shall be made. The said reports and 
the books, accounts and records upon which the same are 
pased shall be subject to examination and -audit by the 
Government of Canada, under such regulations as may 
hereafter be prescribed by the Governor in Council. 


The provisions herein, the rates herein prescribed shall 
be effective, if filed with the Board of Railway Commis- 
sioners, aS and from the first day of August, 1918, and 
shall remain in force for the duration of the present war 
and until further ordered, subject to the provisions of the 
section next preceding. Increase of rates may become 
effective after the twelfth day of August, 1918, and as and 
when filed. 

RODOLPHE BOUDREAU, 
Clerk of the Privy Council. 


PROCEDURE AS TO COMPLAINTS 


(Continued from page 264) 


will suffice for joinder of issue as to carriers under fed- 

eral control. 

The special rules of practice thus far adopted are the 
following, effective forthwith: 

Special Rules of Practice Governing the Procedure to Be 
Followed in Matters Arising Out of Federal Control, 
Adopted Aug. 3, 1918. 

1. Except as hereinafter provided, proceedings arising 
out of federal control will be governed by the Commis- 
sion’s Rules of Practice, in so far as applicable. 


2. In cases now pending before the Commission. 

(a) Complainants desiring that the Director-General of 
Railroads be made an additional defendant should apply 
therefor aS soon as may be, and not later than Oct. 1, 
1918. Failing receipt of such application within the time 
specified, complainants will be understood as electing to 
stand upon the issues as made. 

(b) The application shall be made by filing a motion in 
writing that the Director-General be brought in as party 
defendant, and that leave be granted to file a supplemental 
complaint, which must accompany the motion. The mo- 
tion shall briefly state the grounds therefor, indicating 
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whether the Director-General is regarded as a proper or 
a necessary party defendant, and whether, if,he be made 
a party defendant, the complainant desires further hear- 
ing or further argument. The supplemental complaint 
shall set forth the material facts which have occurred since 
filing of the original complaint, and state the alleged 
cause or causes of action against the Director-General. 
It shall not be necessary in any supplemental complaint 
to set forth any matters in the original complaint unless 
the special circumstances of the case may require it. 


(c) Complainants must furnish a sufficient number of 
copies of the motion and supplemental complaint for serv- 
ice upon the existing defendants and interveners and the 
Director-General, together with 12 extra copies for the 
use of the Commission. The motion will be decided 
either ex parte, or on notice in the discretion of the Com- 
mission, and the parties advised. Service will be made 
by the Cammission. 

(d) The defendants named in the supplemental com- 
plaint may within twenty days after service thereof by 
the Commission file answer thereto, at the same time 
indicating whether further hearing or argument is desired. 


3. Original complaints fild in new proceedings under 
section 10 of the federal control act, approved March 21, 
1918, should name as defendants in addition to the Di- 
rector-General of Railroads, the carriers not under federal 
control, and should specify the carriers, or the principal 
carriers, under federal control, over whose lines the 
rates, fares, charges, classifications, regulations, or prac- 
tices apply. The complainant must furnish as many com- 
plete copies of the complaint as there may be parties 
defendant to be served, including receivers and operating 
trustees of carriers not under federal control, as many 
additional copies for the Director-General as there are 
carriers under federal control specified in the complaint, 
and 7 additional copies for the use of the Commission. 
Service of the complaint will be made by the Commission. 

4. Answers must comply with the provisions of rule IV 
of the Rules of Practice, but answer made by the Di- 
rector-General on behalf of carriers under federal control 
will be deemed sufficient to join issue as to those carriers. 

5. In special cases and for good cause shown the time 
specified in the foregoing rules within which some act 
may+be performed may be extended by the Commission. 

6. Motions, supplemental complaints and answers must 
be typewritten on one side of the paper only, or be 
printed. In either case they must conform to the specifi- 
cations of rule XXI of the Rules of Practice. 

7. Intervention may be had by any person under the 
terms and conditions prescribed in rule II of the Rules of 
Practice, 


Consolidated Classification Hearings 


Sessions Held in Boston and New York—Chicago to be the Scene Week of August 12 
aminer Disque Taken Ill and J. C. Colquitt Conducts Hearings 
—Protests of Shippers 


Ex- 


(By a Staff Correspondent) 


Boston, Mass.—Although in theory the fight for modifica- 
ions in the proposed consolidated classification was begun 
at Boston on August 1, declarations made by those attend- 
Ing the hearing there, especially on the first day, indicated 
that most of the eastern criticism would be reserved for 
the New York hearing. While the general statements of 
R. N. Collyer, official classification representative on the 
Consolidated book work, were made at Boston, most of the 
shippers who availed themselves of the opportunity to 
Speak there confined themselves to what might be called 
the peculiarly local interests of New England; that is to 
Say, What they had to say had little or no application in 
'runk line or Central Freight Association territory. 

Three or four facts were brought out for purposes of 


emphasis at the first session on the morning of August 1. 
For instance, Mr. Collyer said that while the director gen- 
eral ordered the preparation of the consolidated classifica- 
tion, he was not bound by the descriptions or the ratings. 

J. C. Colquitt, chief of the Commission’s classification 
division, by means of a question directed to Mr. Collyer 
brought out the statement that while the Commission’s 
representative had helped in the preparation of the descrip- 
tions, he did not have any part in the assignment of ratings 
to the various descriptions. In other words, the Commis- 
sion, not even by inference, is committed to either the 
advances or reductions made in the book. - 

C. R. Hillyer, for the National Rubber Shippers’ Associa- 
tion, by means of questions developed the fact that the 
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instructions from the Director-General did not require the 
Committee to make the ratings. * Mr. Collyer said the 
representatives of the different territories wrote in the 
ratings the lines in their territories would insist upon 
imposing. 

Edgar J. Rich, representing several lines of New Eng- 
land shippers, just before the close of the first session 
brought forward the point that so far as non-controlled 
lines are concerned these hearings are in the nature of 
fifteenth section applications, while as to controlled lines, 
they are mere conferences. Neither Examiner Disque nor 
Mr. Collyer had anything to say to controvert such a 
conclusion that it is a mixed procedure that does not 
rise to the full stature. of a hearing under the act to 
regulate commerce, or a hearing on a Commission ordered 
proceeding under its authority to make a uniform classifica- 
tion. The book is subject to formal complaint. 


The first session was devoted largely to the explanation 
of the work done by the special committee and the afford- 
ing of information that enabled shippers to make their 
objections. Mr. Collyer, being put on the stand, said he 
would not undertake in his general statement or in answer- 
ing questions for information to set forth the facts relied 
upon in justification of the changes that have been pre- 
sented for consideration. 


One point on which he remarked more than once was 
that if there is ever uniformity in descriptions and ratings, 
or even in descriptions, there must be compromise. An- 
other point to which he referred more than once was that 
the symbols indicating advances do not necessarily mean 
an increase in the cost of transportation. In several in- 
stances, he said, carload ratings are marked for elimina- 
tion, not because the committee was trying to make ad- 
vances, but simply because.it was trying to get rid of 
ratings under which there has been no movement., He 
added that additions of carload ratings, in many instances, 
more than compensated for the “paper” carload ratings 
eliminated. 


Statement by Collyer. 


Mr. Collyer’s statement was divided into three parts. The 
first was historical and embraced the whole of the con- 
solidated committee’s work. The second was -a general 
outline of the changed descriptions and the third a dis- 
sertation on the amended rules. 

In his first statement he said: 

It will perhaps not be amiss to call attention to the fact 
that in the proposed consolidated freight classification 
there is submitted to the public the completion of the 
work referred to in the twenty-first annual report of the 
Interstate Commerce Commission (p. 20), in the following 
statement: 

“The Commission notes with distinct interest and satis- 
faction that definite steps have been taken by the car- 
riers in different sections of the country, now operating 
under the three principal freight classifications, to estab- 
lish a standard classification which shall take the place 
of the existing separate classifications.” : 

The shipping public has had abundant opportunity to 
know of the Uniform Classification Committee and its work. 
It is also a matter of general information that as early as 
in 1910 the three principal freight classifications were 
undergoing modification in the direction of uniformity. 

In its twenty-fourth annual report the Commission said: 

“From the progress of the work as stated it appears that 
the carriers are making a sincere effort to harmonize as 
far as possible the conflicting features of the various classi- 
fications, but the stimulus of requirement should be ap- 
plied unless satisfactory results at an early day indicate 
that the desired uniformity will be brought about by volun- 
tary action.” 
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From that time the Commission has courteously but in. 
sistently demanded a completion of the work. That de. 
mand practically culminated in 1917, when the Commis. 
sion undertook, through its classification agent, to bring the 
several territorial classification committees together on 
matters of dispute between the territories. A protracted 
conference was held the latter part of 1917, and the sey. 
eral committees were concluding with their lines and the 
shippers when the transportation system of the country 
was taken in hand by the United States Railroad Admin- 
istration. 

In February, 1918, representatives of the classification 
committees were called to Washington for conference 
with the Railroad Administration and a special commit- 
tee was appointed to immediately prepare a single freight 
classification. 

The special committee referred to was made up of one 
representative each of the Interstate Commerce Commis- 
sion and the Official, Southern, Western and Uniform Class- 
ification committees. The members of the committee were 
untrammeled by instructions, save that they should pro- 
ceed at once to the work of consolidating the three gen. 
eral freight classifications into one volume containing one 
set of uniform commodiity descriptions with three rating 
columns—one for each territory, subtended, and with one 
set of uhiform rules. The members of the committee were 
to give their entire time to the work and submit the com- 
plete consolidated classification to the United States Rail- 
road Administration at the earliest possible date. It is not 
to be understood that the Administration was to be bound 
or that it is bound by any of the conclusions reached or 
reported. 

While the greater part of the rules, descriptions, packing 
regulations and carload minimum weights are those rec- 
ommended by the Uniform Committee, it should be under- 
stood that a number of important matters had not been 
eoncluded by that committee and were necessarily dis- 
posed of by the special committee to whom the work of 
preparing a consolidated freight classification was given by 
the United States Railroad Administration. 

_The work of the special committee is to be understood 
as the preparation of that part of this book that could be 
immediately unified, but in the matter of ratings the sev- 
eral territories were each independent. The appropriate 
time for the determination of uniform ratings will not 
have arrived until the adoption of this proposed class- 
ification with its uniform rules, descriptions © of 
articles, package requirements and carload minimum 
weights has opened the way for a complete knowledge 
of present conditions. Therefore the territorial plan of rat- 
ings has not been disturbed. Except as to those items 
which had been considered by the several territorial classi- 
fication committees prior to the time when this consoli- 
dated issue was prepared, the changes in the ratings shown 
represent the individual view of each territorial representa- 
tive on the special committee as to what the ratings should 
be. 

The name “Consolidated Classification” has been used 
at this time because the one book continues the identity 
of the Official, Southern and Western classifications for 
rating purposes. The name “Uniform Classification” will 
not be appropriate until, following the remaking of the 
entire freight class rate fabric of the country on some 
uniform plan, the second phase has been undertaken and 
complete classification uniformity has been accomplished. 

During the past eight years the railroads have had this 
classification revision under discussion with shippers in 
various parts of the country, always under the direct ob- 
servation of the Interstate Commerce Commission, and | 
venture the statement that seldom, if ever, has there been 
a single matter affecting freight transportation in which 
so great a measure of publicity has been attained. 

In the laudable endeavor to approach classification ull 
formity, Western Classification lines took a marked lead 
in 1911 (their action being then examined by the Intel 
state Commerce Commission and reported in 25 I. C. C., 
442), and as that lead has been consistently maintained by 
the Western Classification up to the present time, it fol- 
lows naturally that the Western Classification shows the 
smallest number of changes in this proposed Conso! idated 
Freight Classification. 
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Speaking of what I know to be the fact, I wish to say 
that an industrious, studious and sincere effort has been 
made to accomplish classification uniformity in a con- 
structive manner—that is to say, we have consistently en- 
deavored to avoid unnecessary loss or embarrassment 
either to our shippers or to the railroads whose prosperity 
lies in the service of the shippers. In consistently fol- 
lowing this policy and possibly because the preponderating 
yolume of classified freight originates in the great eastern 
manufacturing districts, the Official Classification Commit- 
tee, at the risk of being criticised for delaying the work, 
has studied proposed changes and has endeavored to reach 
an amicable understanding with parties concerned. 


While it has during recent years been possible for the 
Official Classification as a separate tariff to provide for 
conditions peculiar to its territory and traffic policy by 
adopting the Uniform Committee recommendations modi- 
fed in some form, such modification is no longer possible 
when absolutely uniform conditions are to be proposed for 
use throughout the country. In these circumstances the 
interest of the shippers and railroads in Official territory 
cannot be wholly controlling, but these must in reason 
yield to some extent to the interests of railroads or ship- 
pers in other territories. Important changes in the classi- 
fication rules, which will be discussed later, are cases in 

int. 

Mt is respectfully urged that the number of symbols for 
changes be not unduly emphasized, but that the substance 
of the changes be regarded. The matter of carload rating 
eliminations illustrates how the symbols by which changes 
are indicated may fail to express the fact. It has not 
heen our purpose to take carload ratings away from the 
shipper; the Uniform Committee has recommended these 
eliminations where no carload shipments have been found 
and when it has subsequently developed that carload ship- 
ments are moving these ratings have been restored. These 
eliminations are, therefore, not to be regarded as depriva- 
tions similar in effect to increases, but rather as the dis- 
continuance of unusued privileges. It may be that the 
number of increase and reduction symbols will be con- 
sidered as indicating the relative consequence of the 


changes so indicated, but that this is a false assumption 
may be illustrated by examining the classification of cheese. 
It will be noted that there are several less carload de- 
scriptions for different packages and but one carload de- 


scription, consequently there are four advance symbols 
for the less carload and but one symbol for carload reduc- 
tin and in this case the one reduction is believed to be 
of equal importance to the four advances. In placing the 
symbols to indicate changes, consideration must be given to 
theoretical as well as actual changes, or, in other words, if 
there is a possibility that the effect of the change will be to 
increase the rate, charge or cost of shipping or vice versa, 
the symbol is used and many of the change symbols do not 
represent known actual conditions.~ It seems appropriate, 
therefore, to suggest that discussion be based upon changes 
in fact rather than upon symbols which may not represent 
fact. 

Under the conditions stated in the foregoing it will be 
understood that the subject matter of this classification 
does not necessarily represent what every carrier ap- 
proves nor what any one territory would prefer if the 
policy of that territory was to be controlling, but that 
it does represent the judgment of those appearing for the 
catriers in this case as to the changes that are reasonable 
when due regard is given to all the circumstances and con- 
ditions with which they have had to deal. 

This book, presenting as it does the conclusion of the first 
Dhase of ten years’ effort to bring about a single freight 
classification for the railroads of the United States by 
consolidating the three great territorial classifications in- 
toone, is believed to furnish the means by which the fed- 
eral governnient and the several states may meet the pub- 
lie demand for an uniform freight classification in so far 
a concerns the rules, descriptions of articles, packing 
Tegulations and carload minimum weights. 


Changes in Commodity Descriptions 
Respecting the changes in commodity descriptions, the 
Witness said: 
Before entering upon the detailed discussion of the 


changes in the descriptions, carload minimum weights 
ratings proposed in Consolidated Freight Classification, 
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I wish to direct attention to several considerations of im- 
-portance that have general application. 

Ist. The special committee was called upon to imme- 
diately prepare or complete the descriptions for a num- 
ber of important groups of commodities on which the ter- 
ritorial committees had been unable to previously reach 
an understanding as to classification uniformity, or on 
which the Uniform Classification Committee had been 
unable to report its conclusion, and the committee will, I 
am sure, welcome the frank discussion of changes that may 
appear to be necessary, so that a proper conclusion may 
be immediately reached. 

2d. In the carload minimum weights that are proposed 
for change, the effort has been to obtain the higher mini- 
mums that have been actually in effect or have been 
found reasonable, on the theory that it is in public in- 
terest to maintain and increase the amount of freight load- 
ed per car rather than to take steps that will unnecessar- 
ily open the way to a reduction of the loading per car, which 
is one unit of economy in railroad operation that is 
within the control of the shipper. } 

3d. In arriving at the conclusions respecting the rat- 
ings proposed in this Consolidated Classifieation, the ne- 
cessity has been recognized for consistency within the 
Official Classification itself and for the shaping of the 
ratings toward uniformity with the other territories so 
far as immediate revision of ratings has seemed to be 
called for. 


4th. Where the following of a consistent plan of rat- 
ing by the Official Classification Committee has called for 
the use of classes, Rule 25 (15 per cent less than second 
class but not less than third class), or Rule 26 (20 per 
cent less than third class but not less than fourth class), 
these classes have been used. Although this may seem to 
have been a tendency away from uniformity, this is not 
necessarily the case; to illustrate, in the Official Classifi- 
cation there are six classes in the group from first to fourth, 
whereas in the other territories there are but the four. It 
is therefore possible, in the Official Classification, to ex- 
press a differentiation in the classification of articles in 
less than carloads that is not found in the other terri- 
tories and when the uniform rating plan is prepared it is 
my present view that there will be five or six classes in the 
group. Therefore, the use of these Rule 25 and Rule 26 classes 
is warranted both in the interest of proper classification 
now and in view of the future direction which uniformity 
may be expected to take. Furthermore, with respect to 
the carload classes, the Western Classification has a group 
of. six carload classes lower than fourth, while the Official 
Classification has twq classes lower than fourth. It is my 
present view that in the Uniform Classification rating plan 
there will be four or five carload classes and in the rela- 
tion of these classes one of them‘will be related to the 
Official Classification fifth class rates somewhat as the 
fifth class and class A ratings in the Western Classifica- 
tion are related. That place today in the Official Classi- 
fication corresponds somewhat to the fourth class rating. 
Therefore, when a change is proposed from fifth to fourth 
class in the Official Classification, that change may really 
be in the direction of ultimate uniformity, whether the 
article is rated fourth class or class A in the Western 
Classification. This overlapping condition respecting 
classes Rule 26 and fourth in the Official and classes fourth 
and A in the Western should not be lost sight of. 

5th. In proposing the readjustment of ratings where 
the change called for would necessarily involve material 
reductions in the earnings of the lines, it has been the 
endeavor of the Official Classification Committee to bring 
conditions into equipoise by corresponding increases. This 
attitude is based upon the fact that the ‘carriers’ earnings 
have been ‘insufficient and horizontal increases have been 
necessary, therefore the total level should not be again de- 
pressed by reductions for the benefit of one individual or 
commodity, but the effort should be to find a means of 
reconstruction whereby the desired improvements may be 
effected by equalization. The proposed readjustments of 
ratings on dairy products, canned food products, greases, 
lard, meats and oils are cases in point. 

It may suffice to add to the foregoing that the Official 
Classification Committee has placed in the hands of the 
Interstate Commerce Commission a complete memorandum 
from which I shall read as occasion may arise. In this 
memorandum every increase in rating or carload minimum 
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weight and every carload rating eliminated has been ex- 


plained; furthermore, the general changes where decreases | 


as well as increases are involved have been discussed. In 
this the situation is similar to the procedure that has here- 
tofore been followed where requests for suspension have 


been made. 
Changes in Rules 


In explanation and justification of changes in the rules, 
Mr. Collyer said: ‘ 

Before taking up the consideration of specific rules as 
these may be called in question, it seems fitting that a 
general statement of the changes in rules should be made, 
particularly as the changes affecting shippers under the 
Official Classification appear to be greater in number than 
those under the other classifications. 

The revised classification rules recommended by the 
Uniform Classification Committee were very largely taken 
over by the Western Classification, were before the In- 
terstate Commerce Commission in I. & S. Docket 76, and 
were approved in the main. 

The Southern Classification has also taken over many 
of the Uniform rules. : 

In the current Official Classification, much of the rules 
is Uniform in subject matter, although it may be different 
in arrangement. Responding to the different conditions of 
traffic distribution, and the difference in traffic density in 
Official territory, there have been rules fitted to those con- 
ditions, but differing from the rules in other territories. 

Manifestly those rules could not be made effective in 
the other territories unless conditions made the exten- 
sion fair and reasonable, and it is equally manifest that the 
public demand for a uniform freight classification presumes 
that a set of Uniform rules can only be made effective 
by sacrifice or concession. 

In the discussion of these changes it should be recog- 
nized that sound transportation practices must eventually 
prevail and if the discussion is to be profitable there must 
be a spirit of fairness and conciliation on both sides. Rec- 
ognizing- these conditions, the carriers’ representatives have 
endeavored to prepare the revision of these rules so as 
to accomplish substantial justice to the country at large. 

The changes in Rules may be summarized very briefly as 
follows: 

Rule 3 

Rule 3 is amended by providing that articles with post- 
age stamps affixed will not be accepted for shipment. 
There has been difference of opinion as to whether the 
exclusion of postage stamps would also operate to exclude 
shipments intended for parcel post distribution, and there 
has been a demand from catalogue houses for a favorable 
settlement of the question so that catalogues in such ship- 
ments would be accepted at a rating one class higher than 
if not stamped, but as the lines have not generally approved 
the acceptance of stamped articles for shipment by freight, 
a provision of the kind is not acceptable for the future. 


Rule 5 


In Rule 5 a provision, new to the Official Classification, 
is made for rating shipments that are forwarded in con- 
tainers or in a condition not complying with classifica- 
tion requirements. Any examination of the conditions of 
shipment at our large terminals and under the widespread 
use of trap or ferry cars for merchandise will show the op- 
portunity for shipments being received without opportu- 
nity for the inspection of packages by the carrier’s agent. 
The means of controlling shipping conditions as provided 
by this rule has been in use in the Western Classification 
and the need of it has been felt in the Official territory 
to discourage the deliberate evasion of packing regulations. 
Siniilar regulations are recognized and urged upon the car- 
riers by shippers as being necessary to stop the evasion of 


proper rules. 
Rule 7 


Rule 7 has been changed so that the practice of forward- 
ing order shipments to one point, consignee to be notified 
at another point, is prohibited. This practice has not 


been countenanced in Western territory and a prohibition 
of the practice in Southern territory was found not unrea- 
sonable in 28 I. C. C. 693. 

While this practice has been continued in Official Classi- 
fication territory it has not been universally approved and 
it is probably to be regarded as one of the practices in 
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which the carrier has been called upon to assume an ey. 

pense for an individual shipper that is without justification 

when the carrier’s facilities are to be used to capacity ip 

the interest of the public as a whole. It is believed that 

the discontinuance of the practice can be accomplished 

without serious disturbance of commercial. arrangements, 
Rule 10 


Rule 10 is known throughout the country as the means 
of providing for mixed carload shipments in Official teryi- 
tory, whereas in other territories the articles which might 
be mixed have been specifically named by the carriers, 
This Rule is changed, so far as Official Classification ter. 
ritory is concerned, to make the mixed carload subject to 
the highest minimum and the highest rating for any article 
in the car. 

As the Official rule has been written to apply on com. 
modity as well as class rates, the mixtures there provided 
for have been exceedingly broad. Probably on no single 
matter of territorial policy has there been so marked a 
difference of opinion and certainly there was no question 
involved in classification uniformity in which reconcilia. 
tion was so difficult. 

From an Official Classification standpoint the argument 
for the rule, proposed may be summarized as follows: 

All matters of classification should be controlled by 
principle, rather than by the arbitrary exercise of power, 
and the question as to what a shipper may include ina 
shipment should be left with the shipper subject to such 
requirement as will insure to the carrier a liberal return 
in consideration of the value of the service to the shipper. 

‘As to the rate to be applied to the mixed carload it will 
be recognized that no article in the car in less quantity 
than a full carload should receive a lower rate than would 
apply upon a full carload of the same article. (Otherwise 
we should have specifi¢ rates for an article in less carload 
and carload quantities and we should also have still lower 
rates for shipments in less-than-carload quantities made 
by the device of shipping it with some other article en- 
tirely foreign to the article upon which the carrier had 
made the less carload and carload rates referred to.) 

On the other hand, it seems reasonable, as the shipper 
of a large quantity of an article is favored with a lower 
rate because of the quantity shipped, that the discrimina- 
tion in the large shipper’s favor may be minimized by 
requiring that if various articles in smaller quantities are 
aggregated into a carload, the carload charge shall be 
determined by using the highest carload rate for any 
article in the carload. 

If the conclusion as to the proper rate is correct, there 
remains the question of the minimum to be applied. The 
Official Classification now accepts the minimum applicable 
to the article that makes the rate for the carload. 

This is a liberai view, but one that is not wholly satis 
factory, for the reason that the minimum for an article is 
fitted to that article and has no necessary relation to 
other articles with which it may be shipped. While there 
is a necessary association of the minimum for an article 
and the rating for that article, there is no sound reason 
why the minimum fitted to one article, because of the 
physical or commercial conditions associated with it, 
should be extended to every article with which it may 
happen to be shipped; to illustrate: 

Wooden tight barrels have a carload minimum weight 
of 12,000 lbs. made in consideration of the loading of these 
barrels in the standard car, and they have at present the 
low rating of fourth class, in consideration of the move 
ment of these important shipping containers. Heavy ma 
chinery has a minimum carload weight of 24,000 Ibs. made 
in consideration of the difficulty in loading these articles, 
and a carload rating of fifth class because of the manu 
facturing importance of the article. Machinery also has 
a normal less carload rating of second class. 

It would be obviously wrong that a shipper should be 
permitted to obtain a fourth class rate with a minimuD 
carload weight of 12,000 Ibs. upon a shipment of empty 
barrels and a lot of machinery. It is not right that the 
carriers’ L. C. L. revenue should be open to such destruc 
tion. Nor should the fact be lost sight of that the carrier 
does not live on business handled at the minimum. 

And in view of the general arrangement whereby articles 
of a similar kind have similar minimums it seems that 
the provision for the application of the highest rate and 
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the highest minimum would be a fair exchange for the 
proposed extension of this broad rule throughout the 
country. 

The conflicting views respecting carload mixtures were 
interestingly discussed by the Interstate Commerce Com- 
mission at 25 I. C. C., 467, and it seems significant that, 
whereas specific mixtures have been under frequent at- 
tack and have been found unreasonable at times, there 
seems never to have been a case in which Rule 10 of the 
Official Classification has been found unreasonable and the 
placing of the matter of carload mixtures beyond the do- 
main of preferential arrangements made for the benefit of 
one shipper or group of shippers or for one territory ot 
section would seem to be a matter for congratulation. 


Rule 12. 


Rule 12 is modified in Sections 4 to 6 to agree with 
principle laid down by the Interstate Commerce Commis- 
sion in 25 I. C. C., 214. . 


Rule 13 


Rule 13 provides the fifty cent minimum charge for L. 
(. L. shipments, also a minimum charge of $15.00 per car 
for cartoad shipments conforming to the minimum charge 
basis, brought into effect by the United States Railroad 
Administration. Beyond this the Official Classification rule 
of 100 lbs. at first-class rate is modified to provide for 100 
lbs. at the class or commodity rate applicable to the ship- 
ment. 

It has been the view of lines in Official Classification 
territory that the average L. C. L. minimum charge ship- 
ment was handled at a loss with the 25-cent minimum. 
When all the circumstances attendant upon the handling 
of minimum charge shipments are considered, it is not 
believed that the 50-cent minimum charge*is more than 
justly compensatory. 

Rule 15 


Rule 15 establishes a new provision in the Official Classi- 
fication, namely, a loading and unloading charge of 214c 
per 100 lbs. where a shipment tendered as less carload 
freight is loaded or unloaded by carriers and. subsequently 
found to be properly subject to the carload rate. 

The charge proposed is not designed as a money maker, 
but is simply to square with the requirement that owners 
must load and unload freight carried at carload rates, un- 
less otherwise provided. ; 

The principle is understood to have had the Commis- 
sion’s approval in the Western Classification. 


Rule 19 


Rule 19 provides specific definition for the term K. D., 
following the language of the Interstate Commerce Com- 
mission in 21 I. ©. C. 481. 


Rule 24 


Rule 24, covering the application of charges on freight in 
excess of full carloads has beeh quite materially changed 
to conform to the recommendation of the Uniform Commit- 
tee, and to the rule in effect in Western Classification. At 
present “Each car, except the car carrying the excess, must 
be loaded as heavily as the loading conditions will permit, 
to the marked capacity of the car if practicable,” while in 
Section 3 of the Rule as changed it requires that “Each 
tar, except the car carrying the excess, must be loaded to 
Visible or marked capacity.” In the present rule the excess 
if loaded on one open car is subject to a provision which 
makes the minimum weight of the first car and the part 
tarload 150 per cent of the established minimum carload 
Weight, whereas the revised Rule makes the part loaded on 
open car subject to a minimum charge of 4,000 Ibs. at the 
‘frst class rate. 

The Rule as published in the Official Classification was 
adapted to conditions in its territory, but this condition 
has not been acceptable to the lines elsewhere, and in the 


Interest of uniformity the more restrictive rule has been 
Proposed. ‘ 


Rule 27. 


Rule 27, Section 3, specifically requires owners to ob- 
+ Mes the carriers’ rules regulating the safe loading of 
reight and protection of equipment. 
Rule 28. 
, omy 28 has been designed to take the place of numerous 
oes at present found through the Classification which 
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require the detachment and boxing of small detachable 
parts of articles loaded on open cars. 


Rule 29. 


Rule 29 supersedes Rule 7-A of the Official Classification 
and provides for articles which on account of length re- 
quire two or more open cars and instead of the rule pro- 
viding as at present for a percentage increase for the addi- 
tional car or cars a fixed sum of 24,000 lbs. is applied’ as 
an addition to the minimum weight for each additional 
car used. Section 2 provides for L. C. L. rates on ship- 
ments requiring two or more open tars on account of 
length, such shipments at present being subject to the 
carload charge under the Official Classification. 

It is believed that this rule,.generally operative through- 
out the United States, is as broad as conditions warrant 
and that the broader privilege secured in other. territories 
substantially compensates the Official Classification ship- 
per for the increase within that territory. This rule is 
designed to apply on long freight of all kinds without 
discrimination. The added minimum of 24,000 lbs. for 
each car used represents: practically the lowest weight of 
the ordinary open car that is used. The same minimum 
is applied where articles of heavy equipment moving on 
own wheels require a car for the protection of overhang- 
ing or detachable parts. Some increase in loading may be 
necessary to meet this change in Official territory, but it 
is believed that the shipper will be able to accommodate 
the loading to the rule. 

Rule 31. 


Rule 31 regulates the application of ratings where re- 
frigeration or heated cars are required, and in Section 3 
it specifically provides that less-than-carload or any quan- 
tity ratings are not applicable on freight requiring such 
protection, except under the conditions which the carriers’ 
tariffs provide. 

The whole tendency with respect to freight of this 
character has been to provide by specific tariff for the 
special services and this rule is designed to affirmatively 
provide that the rates do not include the cost of such 
service unless the carriers specifically provide for it. This 
is in keeping with the views of the Interstate Commerce 
Commission as these are understood. 


Rule 34. 


Rule 34 supersedes Official Classification Rule 27 and is 
substantially identical with that rule except that an addi- 
tion is made in the table of increased minimums to apply 
the sliding scale of minimums for cars larger than stand- 
ard, where the standard car minimum is 26,000, 28,000 or 
30,000 lbs. In the body of the Classification the item 
specifically refers to the rule where it is to apply and in 
respect to the 30,000 Ibs. minimum articles rales only 
apply to bulky commodities, as to which there may be 
question whether the 30,000 lbs. minimum can be loaded 
in standard car unless by careful loading. 

The rule as it appears in the Official Classification has 
had the consideration of the Interstate Commerce Com- 
mission and it is believed to be substantially approved as 
it appears in the Consolidated Classification. This rule 
does not provide for lower minimums than those provided 
for the standard car. This rule has its foundation in the 
proposition that the carriers have equipment designed for 
light and bulky freight and that certain regulations are 
necessary to secure the proper loading of such equipment 
and to prevent its wasteful use and to insure to the ship- 
per who will load economically a fair opportunity to exer- 
cise that privilege. The carriers’ small old cars are not 
designed for light and bulky freight and the Classification 
ratings on such freight are made in consideration of the 
carrier receiving charges not less than the minimum weight 


- prescribed will bring to them. To provide for an abatement 


of such charge is unsound and its extension from the West- 
ern to other territories would open the way for a serious 
loss of revenue on freigiht that as a whole does not re- 
turn net earnings comparable with those returned by the 
heavy loading commodities. - 


Rule 35 ’ 


Rule 35 provides for the equalization of tank car mile- 
age, but under instructions recently issued by the Railroad 
Administration this provision apparently will be cancelled 
and empty tank cars other than new or newly acquired 
cars will be moved free of charge. In section 2, third line, 
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cross reference to Sections 8 and 6 should read 5 and 4. 
In Section 4 a provision must be made for greater than the 
2 per cent outage, which has been generally recognized so 
as to meet certain cases where greater outages are re- 
quired unger the I. C. C. Regulations. 


Rule 40 


In Rule 40, Section 5, specifications are established for 
an Iron or Steel Shipping Barrel or Drum other than the 
specifications in I. C. C. Regulations. 

The necessity for such a regulation is found in the fact 
that certain articles, such as solid asphalt, may be shipped 
in iron or steel drums that are similar in gauge of metal 
and construction to a tin can. The former article is a 
proper container as to size and construction for the solid 
material, the latter would be out of the qyestion for a liquid 
commodity. This proposal has been on Official Classifica- 
tion Dockets and is proposed in the Consolidated Classifi- 
cation in the belief that it is a reasonable constructive 
measure in the direction of good container practice. 


Shippers on the Stand. 


After a few general questions were put to Mr: Collyer, 
he stepped down to’'make way for several shippers who 
wanted only a few minutes. When they had voiced their 
objections, Mr. Collyer, without the formality of resuming 
the witness stand, answered their observations. He and 
Mr. Fyfe also cross-examined the shippers, acting in the 
dual capacity of witnesses and attorneys. 


Francis A. Rugg, a manufacturer of wooden, iron-bound, 
and steel-bladed snow shovels, objected to an increase in 
rating from second to first in official classification territory, 
on less than carload lots. Mr. Collyer called his atten- 
tion to the fact that the increased rating applies only 
to the light sheet-iron bladed shovel which loads very light 
and that the heavy-bladed shovel takes rule 25. Mr. Collyer 
suggested that as a matter of fact, Mr. Rugg, who described 
himself as the sole survivor of the wooden snow shovel 
manufacturers, will really bé benefited, because the heavy- 
bladed shovel is to be given a lower rate than it now 
holds. 

By way of answer, Mr. Collyer said that the testimony 
indicated that the ratings first and third for the light 
shovels, whether all wood or wood and light metal, are 
proper because they are light loading, the carload minimum 
being only 12,000. Answering Mr. Disque, he said the 
light shovel might be compared to woodenware in western 
classification. The carload minimum for the heavier steel 
shovel is 24,000 pounds. 

Edward H. Winslow for Winslow & Co., clay’ product 
manufacturers, said that it would be unpracticable to put 
L. C. L. shipments of sewer pipe into crates or barrels to 
enable the shipper to obtain fourth class. The proposal 
is that unless L. C. L. shipments are packed, second shall 
apply. Undue discrimination was alleged because, as he 
said, cement, from which a competing article can and is 
made, moves on much lower rating. Messrs Fyfe and 
Collyer said that in the West, carriers exact second class 
because shipments must be protected from other freight 
loaded in the same car. Mr. Winslow said that frequently 
other freight is loaded on sewer pipe, but, of course, he 
would -not expect the freight house employes to put pig 
iron or steel ranges on top of a shipment of sewer pipe, but 
he said sewer pipe does not require such care as might 
be inferred from the proposed requirement that L. C. L. 
shipments shall be crated to obtain second class. Mr. 
Collyer said the facts show clearly that fourth class is 
not high enough to cover breakage. Mr. Winslow said 
the claims for breakage filed by him were not great in 
comparison with the tonnage handled. Mr. Collyer said 
that when a commodity is set aside so as to be specially 












stored in a car it shows that it should be rated with a 
view to making pay cover the cost of the care given it. 


Afternoon Session, August 1. 

At the afternoon session of August 1, Andrew B. Com. 
stock objected to the proposed increase in the rating on 
meats' in glass from Rule 26 to second. He brings dried 
beef in bulk from packing centers to Providence, slices jt 
and puts it into glass. 

“I don’t believe the Railroad Administration thinks there 
should be advances in freight rates by means of advanced 
ratings,” said George F. Hichborn, general traffic manager 
for the United States Rubber Co. ‘The idea put out at the 
time General Order No. 28 was promulgated was that the 
rates therein fixed would take care of the railroads. That 
order imposed upon us an increase of $2,250,000. The 
proposed changes in classification would put $500,000 addi- 
tional expense on us, without counting the incidental ad- 
vances that may be expected when there are so many 
changes.” 

Mr. Pease, laying the foundation for what wooden box 
manufacturers expected to put into the record at the New 
York hearing, said that the New England manufacturers 
of lock-corner and nailed up wooden boxes prefer the 
higher rating and lower minimum because, he said, the 
existing minimum can not be loaded in the standard cars. 
New England, he said, is peculiarly situated in the matter 
of boxes and he said that situation should be cared for 
with a note or an exception. Messrs. Collyer and Fyfe 
wanted to know whether Mr. Pease wanted uniformity for 
every part of the country except New England. He in- 
sisted that New England needs a note giving recognition 
to things as they are there. 

“Anybody who gets a note info this classification gets 
shot in the leg,” said Mr. Fyfe, who has been fighting for 
uniformity for a long time. Although he joked at Mr. 
Pease’s expense, it is not to him a laughing matter. 


New England merchants, according to H. W. Wheelef of 
the Revere Sugar Refinery, need the 33,000 pound minimum 
on sugar, although at present they are dealing in 60,000 
minimum. Mr. Wheeler, however, said he had in mind 
the after-the-war situation. They are now dealing on 
that basis because they have to do so or go out of busi- 
ness. He also objected to the increase in the rating on 
sugar in single’ bags. The classification man vigorously 
contended that such advances are needed so as to force 
shippers to’use either the double bags or put the single 
bags into cartons, as the largest L. C. L. shipper of sugar 
in the country has found it necessary to do because the 
single cotton bags are either made from linters or weak 
at the seams. 

’ “Eyelets are not sold by the pound; they are sold by 
the million; that’s the unit,” said C. B. Baldwin, speaking 
for the United Shoe Machinery Corporation. He was 
objecting to the elimination of the carload rating on shoe 
eyelets. The classification man had him admit that the 
reason for desiring the continuance of the carload rating 


* is the desire to preserve the present mixing under Rule 10. 


He said eyelets had never really moved in carloads. 
Messrs. Fyfe and Collyer said the desire is to eliminate 
such ratings. 

“Yes, so as to break up mixed carloading,” suggested 
C. R. Hillyer. “You say the Commission has held that 
various commodities are not entitled to carload ratings 
because they have mever moved in straight carloads, but 
it also said the mixture rule should be continued. The 
elimination of these carload ratings reduces tlc mixed 
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carloads, by reducing the number of commodities entitled 
to be carried in mixed carloads.” 

Iron pipe fittings in the south engaged the attention of 
Ralph B. Currier, speaking for the Walworth Manufactur- 
ing Company; Examiner Disque, Mr. Colquitt and the 
classification man for a considerable period. The pro- 
posal was to take pipe fittings from sixth L. C. L. to 
fourth L. C. L. Mr. Currier said that such a change would 
result in increased charges totalling to nearly 100 in the 
Jast fifteen or eighteen months. The classification men 
said it was ridiculous to put any L. C. L. shipments on 
anything lower than fourth. In the West pipe fittings have 
been revised from fourth to third. 

Candy, according to Chas. E. Butman, for the National 
Confectioners’ Association and the New England Associa- 
tion, would take another jump in rates, seventeen per cent 
he calculated, if the proposed changes are allowed; that, 
in view of advances caused by No. 28, which Director- 
General McAdoo made because he thought they would 
meet the financial requirements of the railroads, the candy 
makers think is too much. The proposal is to change 
from Rule 25 to second class. ~ 

“What’s the effect of prohibition on the candy business?” 
asked Mr. Colquitt. 

“If times were norma] and we could get the sugar we 
could use, undoubtedly there would be a big increase in 
the consumption of candy.” Mr. Butman said the reduc- 
tions and elimination of wiring requirements will not help 
the New England manufacturers. They do not offset each 
other, he added. 

C. H. Tiffany, New England Paper and Pulp Traffic 
Association, questioned the correctness of first class on 
cloth or cloth strips, gummed. At present they are second 
A2 in the south. For the sake of uniformity, the rating 
in the south is to be brought up to first. Mr. Tiffany 
thinks it should be reduced to second in all the territories, 
any quantity. With regard to rosin sizing in tank cars, 
also used by paper manufacturers, he thought should not 
be raised from sixth to fifth, as proposed. Paper sizing 
rosin is not of a value warranting a rating as proposed. 


Boston Hearing Ends. 

The Boston part of the hearings came to an end with the 
afternoon session of August 2, half a day ahead of the 
estimated time. The opposition to the changes expected 
did not develop there. Several shipping interests an- 
nounced that they had decided to postpone the testimony 
they had expected to offer at Boston until the New York 
hearing. Edgar J. Rich, one of the few attorneys who took 
part in the Boston hearing, said that some of his clients 
had not been able to prepare themselves for the Boston 
session, but would be ready either at New York or Chi- 
cago or at Washington, if it should be decided to take tes- 
timony there. 

While nothing is quite so uncertain just now as the slant 
the work of the Commission will take during the period of 
federal control, it is fairly certain that hearings in Wash- 
ington on this matter now seem out of the question. The 
Commission and the Railroad Administration want to get 
Something finished with the uniform classification work. 
When tie Director-General issued the orders resulting in 
the consolidated book, some of the men in the traffic divi- 
sion thought a uniform book could be produced in a few 
Weeks—or months at the outside. Those who knew a good 
deal abc ut the subject suggested that a year would be a 
Teasonaly short time to allow for an effort of this time. 
As thines are going now, the estimate of a year looks more 
like an .ceurate estimate. 
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At the morning session of August 2, old bagging, cut up 
and fit only to be used in making paper or some other prod- 
uct requiring a material reduced to a fiber, occupied the at- 
tention of Messrs. Collyer and Fyfe for a. considerable 
period, because Edgar J. Rich, L. C. Southard and others 
wanted to be sure the elimination of a note under the 
item of bags and bagging would not have the effect of re- 
quiring the worn-out bags and bagging to bear the same 
rates as new material. The classification men have been 
asked so often about that that they agreed to reinstate a 
note so as to make it certain that worn-out bags and bag- 
ging shall continue to bear the rating for rags. 

Henry McGreedy, speaking for the American Cotton 
Waste Exchange, directed attention to what those who are 
interested in what formerly was generally known as cot- 
ton waste or cotton factory sweepings and to the dis- 
crimination, as they claim, caused by the fact that the 
rating in the South remains sixth class while in the offi- 
cial it is proposed to be brought up from fourth to third. 


J. O. Hill and L. C. Southard, for the International Pur- 
chasing Company, objected to increasing the C. L. rating on 
old rope from sixth to fourth. Mr. Vorhees said that the 
change was made in accordance with the conclusion that 


sixth is too low for any L. C. L. purpose. All such ratings 
are to be eliminated. Mr. Hill said the increase in ‘cost 


would be so great-as to prevent the movement of old rope 
and twine and much of that kind of waste material would 
not be saved at all, thereby damaging the government’s 
conservation plans to that extent. 

C: H. Tiffany resumed the stand to continue his~testi- 
mony on gummed cloth strips used by boxmakers, which 
Mr. Tiffany thought should not be rated higher than insulat- 
ing tape, because he thought the gummed strips loaded 
heavier. Over night Mr. Tiffany had found that the heav- 
ier loading was probably true only as to insulating tape in- 
tended for the retail or small trade. He also called atten- 
tion to the fact, to him objectionable, that the change on 
cloth-lined paper from third to second brings it thereby to 
the rating on cloth-lined envelopes, a highly finished prod- 
uct for which the cloth-lined paper is the raw material. 
Mr. Collyer protested that the chief use for cloth-lined 
paper is not the making of envelopes. Therefore that 
criticism of a rate on a finished product no higher than 
that on the raw material was not. pertinént. 

Mr. Tiffany also objected to the advance on waxed wrap- 
ping from fifth to third in L. C. L. and sixth to fifth in 
carloads. This advance, coming on top of the 15 and 25 
per cent advances, would be out of reason, he said. 

His general purpose was to get the record to show plainly 
that in the name of uniformity the shippers of paper and 
articles rated with paper are being called on to pay an- 
other advance in rates. . 


D. D..Devine, for the Continental Paper Bag Company, 
said that the proposal to increase the rating in Official 
Classification territory on bags printed from third to sec-. 
ond and from fifth to fourth in Southern, would bring about 
an increase in rates of about 20.8 per cent over the rate on 
bags unprinted. In the south the increases in rates run 
from 34 to 69 per cent. Printing something on the bag in- 
creases the value of the product about eight per cent. The 
classification men justified the increased ratings chiefly on 
the fact that for a long time printed wrapping paper has 
been rated higher than the plain. The witness said the 
rating on printed wrapping paper and on printed bags 
should be the same, but he did not admit that second is 
the proper rating for either. 


! 
The grain board of the Boston Chamber of Commerce 


| 


ee 


a -____._- 


282 


was the particular client when W. H. Chandler took the 
stand in opposition to Rule No. 7, as proposed in the consoli- 
dated book at the afternoon session. He said he was not 
trying to reopen the reconsignment case in this classifica- 
tion proceeding, but the last sentence of the rule seeks to 
force a change in the grain shipping practices of Boston 
at least. The rule as amended excludes “order notify” ship- 
ments to “hold” points like Harlem River unless the con- 
signor or consignee lives at the first billed destination. Mr. 
Chandler said that reconsignment of the kind mentioned is 
necessary to keep grain moving so as to overcome infirmi- 
ties of transportation. The witness admitted that the ob- 
jection of the New England grain dealers could be over- 
come by a specific provision in the reconsignment tariffs 
exempting grain, flour, hay, feed and grain products, so that 
billing to recognized hold points at New England gate- 
ways like Harlem River, Maybrook, Sayre and Altoona 
might be continued. 

“Couldn’t the trouble be obviated by establishing agents 
at the hold points?” asked Examiner Disque. 

“Yes,” said Mr. Chandler, “but inasmuch as the railroads 
invited the dealers to establish their business on the pres- 
ént basis, and further, inasmuch as the profit per car is 
only about $2 per car, establishing agencies would be an 
expensive and useless arrangement.” 

The classification men agreed with Mr. Chandler, but sug- 
gested that the way to continue the present practice is by 
means of provisions in tariffs rather than by means of an 
exception in a uniform classification. They said they 
agreed with Mr. Chandler that the New England way of 
handling business should be continued, but by means of 
reconsignment tariff rules rather than by means of a 
classification exception. 

Edward Wilson, on behalf of egg, butter and poultry 
dealers, protested against advances on eggs and poultry. 
The Official Classification lines, after years of objection, ac- 
cepted the contention that there should be carload ratings 
instead of only any quantity. When they did that the 
carload rate was made lower and the L. C. L. rate made 
higher than the any-quantity. 

Frozen and desiccated eggs, from as far away as Shang- 
hai, formed the basis of remarks in behalf of a 20,000 
minimum on carloads of dried and frozen eggs instead of 
the 30,000 pounds provided in the consolidated book, made 
by S. C. Keefe, who represented shippers of eggs in that 
form. He said the desire was for a lower carload minimum 
simply for commercial reasons, because there are many 
cities in the East that cannot handle 30,000 pounds of either 
dried or frozen eggs. Answering questions, Mr. Keefe said 
that bakers of cakes need frozen eggs, custard makers 
need the dried and that in neither kind of shop is the egg 
in the shell wanted. The classification men drew out of 
him the admission that what he desires is things as they 


are. 

B. F. Clark, representing the Sturtevant company, ob- 
jected to the increase in rating on motors in Southern 
Classification territory from second to first, the same as in 
Official and Western. He also objected to the proposed 
increase in motors and blowers attached to each other from 
second to first. Messrs. Fyfe and Collyer agreed that it 
would be better probably not to bring the blowers up 
to first class. They promised to work out a solution. 


Samuel J. Klein, of the Interstate Freight Bureau of 
Boston, asked for the restoration of the rule that permits 
the shipment of machines weighing two tons or more with- 
out boxing. He said it would be too expensive to crate 
or box them. Mr. Fyfe began asking the witness many 
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questions tending to show that Mr. Klein was asking for 
something for application throughout the country. He said 
that the machinery manufacturers have had the priviiege 
for a“‘long time. He was particularly interested in ian- 
nery and knitting machines. Mr. Fyfe asked Mr. Klein 
if he thought the railroads should obtain no more money 
for the risk they incur in hauling an unboxed and unpro- 
tected machine than one that is protected. 

Mr. Klein asked for a 10,000 pound carload minimum 
on cotton waste, saying three of the New England car. 
riers had recommended such a carload. 

“Where do you get that ten thousand pound stuff?” asked 


Mr. Collyer. 
“Why, the three chief New England roads have estab- 


lished that rating and I think that that is a recommenda- . 


tion,” explained the witness. 

The classification men observed that the New England 
carriers have allowed themselves, as they said, to be brow- 
beaten by shippers into doing such things as establishing a 
10,000-pound minimum on cotton waste. Mr. Collyer won- 
dered why some one had not suggested 1,000 pounds or 
perhaps only a handful, because, as he said, the proposer 
objected to doing anything in the way of acquiring ma- 
chinery to assure baling and therefore an economical use 
of rolling stock. Mr. Klein’s reason for asking for the 
low carload minimum on cotton waste was that shippers 
have not baling machines. 

Edgar J. Rich, prior to putting Hobart Ames, president 
of the Ames Shovel & Tool Company, on the stand, under- 
took to quiz Mr. Collyer about the condition of the Official 
Classification Committee’s docket when the making of the 
consolidated book was begun. Mr. Collyer admitted there 
were a number of questions undisposed of, including some 
recommendations from the uniform committee, when Mr. 
McAdoo issued the order resulting in the production of 
this book. Mr. Rich wanted to know if there were not 
hundreds of requests and recommendations not acted upon. 

Questions of relevancy were raised by Messrs. Fyfe and 
Collyer and for a few minutes everybody was talking at 
the same time with no one certain as to what the lawyer 
was undertaking to ascertain by means of questions per- 
taining to the acts and refusals to act of the Official Classi- 
fication Committee. 

“This hearing is adjourned to New York, August 5, at 
10 o’clock,” announced Examiner Disque, who had also 
asked questions, in an effort to keep the proceedings in 
order so the record might be readable. The announcement 
was equivalent to a ruling that the questions were outside 
the case. Mr. Rich, at one time, according to Mr. Disque, 
seemed to be. testifying, although he had not submitted 
himself as a witness. At another time Mr. Rich was asked 
whether he was testifying or arguing. 

The adjournment constrained Mr. Rich to say he had 4 
witness who desired to be heard. Thereupon Mr. Disque 
announced that the hearing was reopened and Mr. Ames 
placed on the stand. Answering questions, he said that 
he is the fifth generation of Ames’ that have been conduct: 
ing the shovel business of which he is the head. The 
family has been in the business for more than a century. 
The company has plants at several places throughout the 
country. It objects to having shovels, of which it makes 4 


‘half million dozens a year, raised from sixth to fifth in 


the South. Mr. Ames said that if this advance is allowed 
ta become operative, the total of increases from June 24 t0 
the effective date of the new classification, providing theré 
is no advance ahead of the one in the classification, will bé 
from forty to sixty per cent. 
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Messrs. Ames and Rich brought out the fact that no 
proposal has been made by the committee to increase the 
rating on hand agricultural implements, like rakes and 
hoes, to which shovels are analogous. The classification 
men said the desire to promote agricultural development in 
the South led to the establishment and continuance of the 
low ratings thereon. They also remarked that the railroad 
are large users of shovels, picks and things like that, so 
that by increasing the ratings they are adding to their 
own expense. 
The New York Hearing. 

New York, N. Y.—The consolidated classification hearing 
in New York, begun on Aug. 5, had to be started by Mr. 
Colquitt, the commission’s classification chief.. On account 
of illness, regarded by the physician as serious enough to 
require his keeping to his bed, Examiner Disque was not 
able to conduct the work as planned. Mr.. Colquitt made 
the announcement of Mr. Disque’s illness, adding that if 
there was no objection he would preside. 

Mr. Collyer, for the benefit of the roomful of shippers, 
repeated the statement made by him at the Boston hear- 
ing. 

The first day was devoted entirely to the men from cities 
other than New York, who had only one, two, or three 
comparatively simple items to discuss; the desire being 
to save their time and expenses in New York. That 
arrangement was made when it was found impossible to 
arrange for testimony on the remodeled mixing rule, the 
more or less celebrated No. 10, which, many shippers be- 
lieve, is being made too stiff for the accommodation of 
business when pre-war conditions return. 

In behalf of paint and varnish men, Mr. Van Kirk testi- 
fied that the remodeled mixing rule would increase their 
ninimum about 6,000 pounds, and to overcome that handi- 
cap it would be necessary to load their barrel goods in 
double tiers which is not desirable, even if feasible (which 
those interested doubt) on account of the density of the 
product. : 

In behalf of paper manufacturers, C. W. Nash and Mr. 
Taylor raised objections, among other things, to higher 
ratings on printed than unprinted tablets. 

A. S. Henderson, for the Canned Goods Exchange of 
Baltimore and Mr. Tierney voiced objections to increased 
ratings on fruits and vegetables in glass, claiming products 
in glass are not as salable as in tin, because of the higher 
price. Catsup is an exception, because that container is 
used on the table. 

F. W. Boltz, for the petroleum people, asked that the 
question of an increase in official classification territory, 
set for testimony in New York, be allowed to go over to 
the meeting in Chicago. Mr. Colquitt said he would submit 
the request. 


At the afternoon session of Aug. 5, J. N. Price, represent- 
ing fiber board interests, had a peculiar objection. It was 
that a fiber covered can was not included in the classifica- 
tion. He was afraid the failure to specify it would result 
in its exclusion. Messrs. Collyer, Fyfe and Voorhées were 
glad to assure him that they would take care of the point, 
especially as he was not objecting to the rating. 


The general ware potteries of the United States, through 
F. B. Lawrence, for the United States Potters’ Association, 
objected to increased ratings on what he called the semi- 
Vitrious table ware, which is distinguished from Chinaware 
in that semi-vitrious ware absorbs water and dirt when 
it is broken, while China will not absorb moisture. Mr. 
Collyer tried to cross examine him to find, if possible, a 
better way for distinguishing between china, and earthen- 
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ware or stoneware. The witness said the description was 
all right, but-the ratings proposed—third and fourth in 
official and third and fifth in southern—were too high. He 
did not object to the ratings in the west, but would not 
say that they should be extended to cover the whole coun- 
try. In the west three kinds of pottery are mentioned 
in the classification. There are only three or four genuine 
china potteries in the country. 

W. H. Smallwood, of Baltimore, objected to an increase 
in the minimum on the cork disks that line the tin crown 
stoppers found on beverage bottles, from 16,000 to 20,000 
pounds, because, he said, it is impossible to load more 
than the present minimum. That statement as to the 
impossibility of loading 20,000 pounds he limited to the 
natural cork bark disk. The ground cork disk he said 
probably can be loaded 20,000 pounds. The classification 
men said they would have to think about the matter before 
admitting that an error had been made in advancing the 
minimum. i a 

With regard to bottle caps, of tin, iron, steel, or com- 
binations, Mr. Smallwood said 16,000 pounds is the mini- 
mum that was established after many fights before the 
Official classification committee, chiefly because it is a 
convenient commercial unit. The proposal is to raise it 
to 24,000 pounds. 

Mr. Smallwood declared the claims on bottle caps are 
small, but in answer to Mr. Collyer’s questions he admitted 
that one claim for $5,500 was filed because on a rail-and- 
water shipment, a consignment of herring was loaded 
above the bottle caps and the brine drained into the 
stoppers intended to protect beer in bottles. 


Mr. Fyfe caused him to admit that bottle caps can be 
loaded to 60,000 or 70,000, and the 16,000 pound minimum 
is a commercial unit pure and simple. 

Albert R. Symons, of the Hazard Manufacturing Co., of 
Wilkesbarre, Pa., asked the classification men to restore 
the old third class rating on empty reels used to carry 
electric cables, wire ropes, and‘ojl well ropes. The pro- 
posal is to advance official and southern from third to 
second. He said the proposed advance would bring the 
total made during the last three years to more than 80 
per cent. 


Chemically hardened fiber spools, Mr. Symons contended, 
should be rated third instead of second as proposed. This 
is a new rating. The spool, the witness said, is the same 
in weight and value as a wooden spool. Heretofore the 
protestant has been paying one and a half times first 
class. The classification men hooted at his suggestion of 
third class L. C. L. because, they said, that is lower 
than the rating on the raw material from which the spool 
is made. 


B. R. Freeman, traffic manager for the Cleveland Metal 
products Company, asked for a 16,000 minimum on a 
mixture of oil stoves, stove cabinets, ovens and other oil 
stove furniture, instead of 24,000, as proposed by the 
committee. Before he began testifying Mr. Fyfe said he 
had been told, in Chicago, that if a minimum of 20,000 
were conceded, the shipper would be satisfied. Mr. Free- 
man, however, would not ratify what a Chicago repre- 
sentative of the company was supposed to have said. Mr. 
Fyfe thought the matter could be settled without taking 
testimony, if he would ratify. 

“No, we want a 16,000-pound minimum,” said Mr. Free- 
man. 

“Then you'll have to fight for it,” retorted Fyfe. 

D.-E. Pierson, American Chain Company, Bridgeport, 
Conn., submitted that the June 25 advance in rates should 
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be held to be sufficient imposition on iron and steel chains 
made of 3-16-inch wire. 

“How do you know the higher rating is proposed for 
revenue purposes?” asked Mr. Colquitt. Mr. Pierson did 
not answer. Instead, however, he said he could not see 
how carriers in Official Classification territory could jus- 
tify such an advance on trace and well chains. They put 
these cheap chains in the class with hardware, he said. 
Mr. Fyfe suggested that the Commission was not obtain- 
ing helpful information when the witness said the farmers 
are complaining about the high cost of everything. 

“You would be willing,” suggested Mr. Collyer, “to have 
this advance in ratings made if the Railroad Administra- 
tion restored the old rates. That is, as I understand you, 
you think the recent twenty-five per cent advance in 
rates should be deemed sufficient to cover the increase 
of value in chains and there should be no increase in 
rates.” , 

The classification men said there is such a large per- 
centage of the fine chain that is worth forty and fifty 
cents per pound that it is ridiculous to have an L. C. L. 
rating of fourth for a commbddity of that value—hence 
the third class. In the Southern nearly all the L. C. L. 
fourth and fifth class ratings are being eliminated. 

J. G. Hardmeyer, representing wallpaper manufacturers, 
got into a discussion with the classification men as to 
whether there is or is not such a thing as undressed wall- 
paper. He was afraid the exception in the classification 
would be eliminated by some changes in the classification. 
He promised to bring samples at a later hearing. 

The proposed elimination of the anchors used in attach- 
ing the metal work made by the Dahlstrom Metallic Door 
Company from fifth and sixth and their inclusion in fourth 
brought a protest from J. H. Dasher, representing that 
company. The classification men asked him, in various 
forms, whether it was his idea that a finished article 
should bear the same rate as the raw material. He said 
there should be no difference unless the finished article 
is of distinctly greater value than the raw material, 
which, he said, is not the fact in this instance. 


August 6 Session. 

The hearing, August 6, was a continuation of the pro- 
gram of the day before—witnesses having comparatively 
simple items, not provoking much controversy, from cit- 
ies other than New York. 

Mr. Dasher, for the Dahlstrom Metallic Door Company, 
resumed the stand, against the objection of the classifica- 
tion men, to show by exhibits and parole evidence that in- 
classifying and rating the building materials manufac- 
tured and shipped by his company, the committee had dis- 
regarded the principles laid down by the Commission in 
various decisions, especially those in which the regulat- 
ing body said that value is only one of the elements to 
be considered in the making of rates or ratings. His ob- 
ject in calling attention to them was to show that in 
rating brass, copper and bronze window frames and in- 
terior finish more than one class higher than like articles 
of ixon or steel, it considered the difference in value alone 
as sufficient for a spread greater than one class. 

The witness, still against the protests of the classifica- 
tion men, took up nearly every item in Southern Classifica- 
tion for analysis and protest because of increased ratings. 

The classification men objected because many of the 
questions raised by Mr. Dasher are before the Commission, 
they said. They also objected because the witness sug- 
gested that some of the ‘raw material ratings were too 
high. On cross-examination, Mr. Fyfe made the witness 
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admit that he had not obtained the cubic foot weight or 
volume of movement and little about the value of the 
brass, bronze and copper articles, so his charge that the 
classification men had taken into consideration value only 
might not be well founded. 

Candy and confectionery engaged the attention of Ewing 
Cain, traffic manager for the Hershey Company. The less 
than carload rating on candy, heretofore R25, he said, 
had been in effect for twenty years or more and, as a 
traffic and railroad man, he could see no reason for raising 
it. The reductions made on candy in glass and small pack- 
ages amount to nothing at all. 

“There are no greater variations in the, values of candy 
and confectionery than in any other merchandise,” said 
Mr. Cain, drawing attention to the ratings based on value. 

“Is it your idea these changes were proposed on ac: 
count of value?” asked Mr. Colquitt. 

“I can imagine on what other ground,” said Mr. Cain. 
“That is why I asked whether the carriers had offered 
their justification and what it was.” 

Mr. Cain desired to proceed on the assumption that the 
act to regulate commerce is in effect and that this classifi- 
cation is a carrier proposal requiring justification for an 
advance after January 1, 1910. 

Answering a question by Mr. Colquitt, Mr. Collyer said 
he intended putting in his justification at Chicago. Mr. 
Cain said it was hard to meet something unknown. His 
general statement was that the increase in the price of 
candy and confectionery—to the jobber—had been less than 
40 per cent, or much less than the increase in commodi: 
ties generally. The increase in rates resulting from the 
changes in rating, he said, was a burden added to an 
industry that has already been heavily hit by the war, oper- 
ating now on a fifty per cent basis because its supply of 
sugar has been cut to one-half of its supply last year. 

Brewers in New York and Philadelphia, through Edward 
C. Taylor, asked for the retention of the twenty-pound 
estimated weight on the empty beer case returned. That 
weight has been eliminated. Taylor’s clients are inter: 
ested in the lighter cases, weighing from 13 to 15 pounds. 

Fred A. Fielder also discussed the estimated weight of 
the heavier cases for three and four dozen pint cases. The 
three and four dozen pint case containers weigh more 
than twenty pounds, so the elimination of the estimated 
weight and application of actual weights would increase 
charges on some and reduce them on others. 


In his second appearance on the stand Mr. Taylor ob- 
jected to the increase in the L. C. L. rating on boxboard, in 
Southern, from fifth to fourth, and an increase in the car 
load minimum from 30,000 to 36,000 pounds. Mr. Voorhees 
remarked that the rating in Official is third, but the witness 
said that the hauls in the South were longer and the in 
creased rating would exclude his manufacturer at East 
Downingtown, Pa. 

Mr. Taylor also discussed the rating on dried sheep and 
goat skins imported, machine compressed. He wanted a 
rating lower than 20,000 for the importer who sorts the 
skins that come into the country in machine-compressed 
bales. The classification man suggested that his clients 
obtain presses and thereby get the benefit of the rating o0 
machine-pressed bales. 

Mr. Hardmeyer was recalled to discuss the difference 
between print paper used for making printed wall paper 
and the oatmeal and ingrain papers. The classification 
men insist that the latter are finished papers, even if they 
are in jumbo rolls and must be rerolled and cut to length. 
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Mr. Hardmeyer insisted that until the paper is ready for 
the hanger it is unfinished. 
Disque Has Appendicitis 

Examiner Disque was a very ill man on August 5 and the 
following day. He had an attack of appendicitis and for 
two days it was a question as to whether he would have 
to undergo an operation. After thirty-six hours’ observa- 
tion the doctor was of the opinion that an operation could 
be avoided. 

The intense heat wilting New York had no appreciable 
effect on the attendance at the afternoon session, August 6. 

An increase in the L. C. L. ratings on slack barrels, 
from second to first and C. L. from fourth to third, from 
Norfolk and Suffolk, Va., brought a protest from J. E. 
Romm because, he said, the increase would cause an 
advance from 75 to 108 per cent over June 24 rates. The 
barrels in which the witness was interested are used by 
truck gardeners and fish dealers. He compared them with 
other containers. Mr. Fyfe suggested that the comparisons 
were not very good because they did not contrast crates 
and boxes, the direct competitors of the slack barrels. 
The increased cost, the witness said, would figure from ten 
to thirty cents on each barrel. Mr. Romm, in answering 
Mr. Fyfe’s suggestion that he was asking for special treat- 
ment for the kind of barrels his company ships, said the 
only points be desired to make were that the proposed 
third class C. L. rating would drive his company out of 
business in the South and that the per car revenue from 
the barrels is as great as on more valuable other light- 
loading commodities. 


Mr. Romm also criticized the increases on fruit and 
berry containers, baskets and hampers in Southern from 
third to first L. C. L. He said his people find it difficult 
to ship such containers under even the present ratings. 
He submitted exhibits tending to show lower ratings on 
other light-loading commodities of high value. Only one, 
a fiber container, competes with the baskets and hampers. 

First class on burlap tops to barrels seemed to Mr. 
Romm rather a stiff increase on an article made of old 
bagging, which the classification men said they thought 
had heretofore moved on sixth. They said the thought 
back of the item which is new in the books was to cover 
new baggings, much of:which is stenciled and a high grade 
material. 


John Lindsay, for the Republic Metal Ware Company of 
Buffalo and other manufacturers: of enameled ware, asked 
fora retention of the privilege of shipping enameled pails, 
buckets and other enameled ware utensils. The classifica- 
tion man asked whether a provision for loose shipping, 
calling for straw or have protection would be satisfactory. 

Mr. Lindsay said it would be all right, because that is 
the manner of shipping now. He also discussed other 
changes, being under a misapprehension as to the dif- 
ference in rating between washboards nested and not 
nested. He said there should be the difference between 
first and second class. 


“Your arithmetic is twisted,’ remarked Mr. Collyer. “We 
are giving you more than you asked. We agree with you 
there should be considerable difference between nested and 
not nested ware.” 

_J.G. Fick, traffic manager for the Southern Can Company 
of Baltimore, said it would be foolish for the railroads to 
require the strapping of sheet tin boxes. 

“At our factory we use the boxes in which we receive the 
sheet tin,” said Mr. Fick. “In unloading the tin the box is 
f@oved by dropping it on the unloading platform. If the 
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boxes were strapped we would have to hire eight or ten 
men to break the straps. 


“By burning the boxes we keep our coal consumption 
down to seven tons a week. If we used coal our consump- 
tion would run up to 48 tons. If the boxes are strapped 
they probably could not be used because the straps would 
clog the fires.” 

J. E. Masten of Canandaigua took the stand to tell the 
classification men more about wash boilers than Mr. Lind- 
say., He explained the process of making tin and copper 
wash boilers. He promised to furnish comparative figures 
of cost. 

F. E. Heberling, for the Rochester Stamping Company, 
objected to the rating on nickel plate ware not nested, not 
otherwise indexed by name, which it is proposed to increase 
to 1% times first. His idea is that the table ware manu- 
factured by that company should not be asked to pay an- 
other increase, especially inasmuch as copper articles of 
the same general character have not been changed. 

He also argued against the change in relationship caused 
by the advance on copper tea kettles from: first to 14% 
times while the 1% times rating in Western has not been 
changed. Mr. Eberling in conclusion said it seemed to 
him that the line of goods made by his employer had been 
singled out for an advance. No other line, he thought, 
had been advanced. That provoked a laugh, but Mr. 
Eberling meant that no other line had received an advance 
of one-fourth of a class. Mr. Collyer said, however, that 
he was also in error on that; that the one-fourth over plus 
is the first step above the highest definitely designated 
class. f 

Messrs. Collyer and Ffye grilled him as to his ideas as 
to the proper rating on tin, copper and nickeled tea ket- 
tles. He admitted that there might well be a higher rat- 
ing on tin and copper kettles, but said that first should 
be the maximum. He thought that way inasmuch as they 
are used for the same purposes. In other words, he thought 
the use might well be considered. 

“We don’t want to be driven into the use of the express,” 
said Frederick G. Russell, traffic manager for Landers, 
Frary & Clark of New Britain. He said that the increase 
from first to one and one-half times first tends to drive the 
company to use express. From New Britain to New York 
the freight rate is 79 cents per 100, while the express rate 
is only 83 cents. From New Britain to Denver the freight 
rate is $6.03 per 100 and $6.27 for express. 

“That proves nothing except that the express rate is 
probably too low,” observed Mr. Collyer. “You know the 
express companies were in distress until the Commission 
gave the consolidated company a ten per cent advance in 
rates.” 

The close of the session of August 6 was given over to 
the protests of the members of the Compressed Gas Manu- 
facturers’ Association, H. R. Thompson, traffic manager 
for the Linde Air Products Company, being the general 
spokesman for the industry. 

The first of five objections was to the increase on com- 
pressed gases in the South from fifth, any quantity, to 
third, less than carload; the second, to putting acetylene 
and oxygen in the South in third class; third, that the ad-- 
vance is practically one of fifty per cent to be imposed on 
twenty-five per cent advance of June 25; fourth, third class 
on oxygen in South is not an equitable rating compared 
with third on articles of lighter loading and greater value; 
and fifth, that the advances in ratings proposed: in the con- 
solidated book seem to be on non-essentials in all except 
the air products class, which he held to be highly essential, 
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Mr. Thompson said the sharp advances in rates would 
have a detrimental effect on the new metal and machinery 
repair industry in the South. The man who is just begin- 
ning to use compressed gases will not continue if he is 
now called upon to pay big advances. The compressed 
gas men asked for a retention of the fifth class any quan 
tity basis. 

The classification men suggested that if the new ratings 
are allowed to become operative the carload business will 
greatly develop. The witness was not at all sanguine on 
that point. Only twenty per cent of the business is in 
carload quantities. PF 

R. U. McLeod, traffic manager for the Prest-o-Lite Com- 
pany, said the proposed rating on acetylene in cylinders 
would result in rates equalizing half or more than the 
value of the article shipped. Each time a, cylinder is 
shipped 140 pounds of container must be sent by freight 
to carry $1.75 worth of gas. 

Mr. Voorhees asked whether Mr. McLeod considered the 
fifth class any quantity-basis in the South was just in 
comparison with the third and fourth in Official and West- 
ern. 

The justification of the proposed elimination of the any 
quantity rating, Mr. Voorhees said, was another of 
the low less than carload ratings in the South the carriers 
have decided to cut out. 

Erich Decher of the Air Products Reduction Company, 
New York, corroborated the other witnesses in behalf of 
the shippers of compressed gases. Mr. Colquitt tried to 
finish that part of the hearing that day, but could not, even 
by working until 6 p. m. 

Interest Picks Up. 

Contrary to expectations the Boston and New York hear- 
ings did not develop the bitterness of opposition that had 
been indicated. It is not improbable that the fighting will 
take place later. The petroleum people, scheduled to 
make their objection to the increase in estimated weight 
per gallon from 6.6 to 7.4 pounds per gallon, on the first 
day of the New York hearing, asked to have their matter 
postponed to the Chicago session. 

It was not until Wednesday, August 7, that the New 

York hearing began showing evidence of great interest on 
the part of shippers. On that day the compressed gas 
“people, as on the preceding day, stoutly opposed the in- 
crease on their product from fifth A. Q. in the south to 
3 L. C. L. and fifth C. L. and from one-half to fourth on 
empty cylinders in the west. The makers of pyroxilin 
boxes, generally known as celluloid, although that is a 
trade, not a generic, name, also fought vigorously. The 
compressed gas people used a considerable part of the after- 
noon session of August 6 and a large part of the morning 
session of August 7. 

It is easy to sum up the objections made at Boston and 
New York. Shippers are objecting to another increase in 
rates on the heels of the twenty-five per cent advance, 
which in turn closely followed the fifteen per cent case, 
which was the rear guard of the five per cent case, the 
pioneer of the successful advanced rate cases since the 
passage of the suspension part of the act in 1910. 

Albert L. Terstegge, of Louisville, president of the South- 
ern Blau Gas Company, member of the rate committee of 
the Compressed Gas Manufacturers’ Association, the first 
witness on August 7, opposed changing the rating.on com- 
pressed gases made from oil or coal and used for country 
lighting, welding, and so forth, from fifth any quantity to 
third L. C. L. in southern territory, for two reasons. The 
first was that fifth in Southern is generally higher than 


. 


Vol. XXII, No. 6 


third in Official. The second is that the proposed rating 
would bring the rate up to thirty per cent of the value of 
the product shipped. Under the present rating the rate is 
about twenty-three per cent. 

When he had finished his testimony Mr. Terstegge called 
Mr. Voorhees to the stand for cross-examination, the chair. 
man of the Southern Committee, the day before having 
said that in his opinion the advance was justified because 
fifth class was too low for use in any case for L. C. L, 
purposes. Mr. Terstegge called attention to the value of 
other articles rated third class. The witness admitted 


that in percentage to the value of the commodity the rates 


resulting from the advance in rating was rather high. He 
called comparisons of the relation between rates and value 
of commodities on many articles to the attention of the 
witness and brought out the fact that compressed gases 
are of small value in comparison with other articles rated 
third. 

“Isn’t that because you are not counting the value of 
the cyinder?” asked Mr. Collyer. 

“The cylinder has no value from a transportation point 
of view,” answered the witness. ‘The customer is inter- 
ested only in the commodity he receives, not in the con- 
tainer. He pays freight on it, of course, but the gas is 
the only thing of value in the shipment so far as he or 
the carrier are concerned.” 

O. A. Neubarth, of Chicago, speaking for the manufac- 
turers of carbonic acid gas, also submitted comparisons 
tending, he said, to show the high percentage the rate 
bears to the value of the product transported. The wit- 
ness agreed with Mr. Colquitt that owing to the great 
weight of the container the fifth class rating in the south 
should be retained. There has been a great expansion in 
the use of the carbonic acid gas in the making of am- 
munition. In normal times it is used largely in the mak- 
ing and serving of soft drinks. 

Clarence E. Reid, of Newark, N. J., confirmed what Mr. 
Neubarth said, but pointed out the burdens peculiar to his 
own company. He said the repeated advance in rates hurts 
both the carrier and the manufacturer. It forces the 
manufacturer to establish branches, increasing the capital 
investment and the cost of doing business. He said that 
as the price goes up the pressure in the carbonated bev- 
erages goes down, meaning that the bottler used smaller 
pressure in making his product. 

“And lower pressure means less risk for the carriers,” 
interjected Mr. Fyfe. 

“Oh, yes, that’s so,” retorted Mr. Reid. “Cut out trans- 
portation altogether and there won’t be any risk at all.” 

H. Thompson, the first witness for the compressed gas 
people, was also the first witness for that same element 
on the change of rating on empty cylinders from one-half 
of fourth any quantity to fourth L. C. L. and Class C on 
carloads. The gas men think the rating should not be 
changed. 

Mr. Fyfe put in his justification for the proposed in- 
crease in the rating immediately after Mr. Thompson had 
finished. He said that one-half of fourth on the empty 
returned cylinders is ridiculously low. One-half fourth 
from Missouri River to Chicago is twenty cents. Fourth 
class from Buffalo to New York is 31 cents. He suggested 
that such a rating for transportation as is made on empty 
cylinders from Missouri River to Chicago was without 
reason. 

The compressed gas men expressed fear that if the rate 
on empty cylinders was established at fourth they would 
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have small chance of obtaining a reduction on the loaded 
cylinder from third to fourth. 

J. M. Belleville, general freight agent for the Pittsburgh 
Plate Glass Company, and the Eckenrode Plate Factory in 
this matter as well, made a pro forma protest against an 
increase in the rating on- plate glass of the kind that is 
carried on edge on flat cars from Rule 26 to third class. 
It was a formal protest because there had ‘been negotia- 
tions between Mr. Belleville and Mr. Collyer which make 
them believe the old rating would be left as it is on the 
big pieces which move on the flat cars because the publi- 
cation appears to contain something that was not intended. 
Messrs. Belleville and Collyer had a colloquy which in- 
dicated that they had not talked long enough to under- 
stand each other. They will try again in Chicago. 

Appeal for retention of sixth class on paste rosin size, 
used by paper makers, was made by Ralph M. Snell of 
the Paper Makers’ Chemical Company of Easton, Pa., and 
Albert J. Arms of the Arabol Manufacturing ,Company, of 
New York. The proposal is to increase it to fifth, carloads, 
in barrels, and fifth class, Rule 35, in tank cars. Neither 
witness was interested in less than carloads. Neither was 
interested in shipments in the south or west. 

Pyroxilin boxes, more familiarly known as celluloid, al- 
though the latter is a proprietary name, brought to the 
stand Russell C. Jones, of Philadelphia, with catalogues 
of various companies so as to inform the committee and 
the Commission what pyroxilin is and why the ratings 
should not be increased. Mr. Jones went into the history 
of the negotiations between the manufacturers and the 
classification committees. 

Mr. Colquitt suggested that the. history of the negotia- 
tions would not really help the Commission, whereupon 
Mr. Jones abridged it, apparently, although he continued 
dropping in details as to the history. 

The witness asked for first on both lined and unlined 
boxes. The committee fixed first on unlined and double 
first on the lined boxes. He said the only justification for 
the double first class rating was the small difference in 
value contributed by the silk or plush lining. That, he 
said, was not enough to justify a 100 per cent increase in 
rates. Mr. Jones said there was no practical difference in 
weight. The unlined box constitutes about five per cent 
of the whole tonnage of celluloid goods. The unlined 
boxes constitute about three per cent. 

The pyroxilin manufacturers opposed the double first 
class rating on lined boxes largely because, while the 
volume of such boxes moving by freight is small, when 
one of that kind is put into a mixed shipment of combs, 
hair combings boxes or salve boxes, the effect is to double 
the rate on the whole mixture, although the increase in 
value by reason of the lining was said to be negligible, 
even as the proportion of boxes to the whole line is also 
4 small one. 

Afternoon Session August 7. 

Automobile and iron and steel men used the whole of 
the afiernoon session of August 7, but they did not move 
as fast as expected, Mr. Colquitt’s hope being that the 
two subjects would be disposed of at that session. C. S. 
Belsterling had direction of the testimony for the United 
States Steel Corporation and its subsidiaries and Richard 
Jones for the non-corporation industries when it was con- 
sidered desirable te have separate testimony. Contrary 
to the usual fact, the steel men were not able to go on 
a rapidly as usual at such hearings, because there was 
hot an agreement as to facts, either as to present ratings 
or the proposals in the consolidated book. 
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W. H. McCloud, assistant to the president of the Buick 
Motor Company, was the first witness, discussing the 
rule requiring the parts of machines to be boxed, when 
such parts are detachable. In automobiles the detach- 
able parts can be shipped in the tool box, which is usually 
fastened to the running board and has a top, so the 
shippers’ claim that such containers come within the 
rule. Mr. McCloud was the only witness for the auto- 
mobile people, who then gave way to the iron and steel 
men, for whom special arrangements had been made for 
a hearing at 2 o’clock. The automobile people were to 
be recalled on August 8, when the steel men had finished. 


J. Fred Townsend, speaking for the whole steel industry, 
but in particular for the National Tube Company, dis- 
cussed rule No. 30, pertaining to blocking used on flat 
or gondola cars. The proposed rule allows 500 pounds 
dunnage. The present allowance is for actual weight, 
made by exceptions published in tariffs. Mr. Townsend 
started to discuss the subject’on the theory that the new 
classification, which, in terms, supersedes Official Classi- 
ficat.on, carries with it the exceptions mentioned in the 
tariffs, which carry the exceptions ‘under which the allow- 
arce2 on dunnage, instead of being 500 pounds, as stated 
in the.classification, is for the actual weight. 

The classification men protested that the consolidated 
classification is literally the same as Official and that 
they could not consent to a line of testimony tending 
to persuade the Commission to give something the classi- 
fication does not now give. 


“This is going back for thirty years,” said Mr. Town- 
send. “The allowance of 500 pounds was made-when 
the load was 40,000 pounds. It is now 140,000, and maxi- 
mum 150,000. It’s ridiculous for the Railroad Adminis- 
tration to implore heavy loading and at‘the same time 
continue such a rule as this which is in effect nowhere 
because the ridiculousness of the rule is obvious. Edward 
Chambers, Director of Traffic, made the exception in the 
transcontinental tariff that makes the rule obsolete.” 

Mr. Fyfe made a formal motion to strike out the tes- 
timony as irrelevant at this time. 


Florence Ogden, traffic manager for Jones and Laugh- 
lin, said the shipper had no discretion in the blocking of 
loads. The Master Car Builder rules tell the shipper 
how to block the load so as to protect the equipment. 
Often 3,000 pounds of dunnage must be used.- The steel 
men said they could load the minimum without using 
blocking. The blocking, however, is for the protection 
of the equipment and not of the lading. The classifica- 
tions, including the consolidated book, the witness thought, 
have been obsolete for fifteen years and need revision to 
bring them to date. 

Mr. Ogden also discussed the ambiguity contained in 
rule 15, first and second sections, about charges on car- 
load traffic that had been tendered as less than carload. 
He thought there was room for relief from the infliction 
of charges on shippers which they should not be called 
upon to bear. The classification men explained that the 
rule is intended to stop the practice of a few shippers 
in tendering a shipment as less than carload, thereby 
having the loading done without charge and then the 
consignee claiming the benefit of the carload rate. 
Messrs. Collyer, Fyfe and Singleton had a long discussion, 
but Mr. Singleton stuck to his point, which is that where 
a consignor has tendered what really is a carload as a 
less-than-carload shipment, the consignee shall have the 
option of rémoving the freight by having it taken to his 
own track and then having his own force do the unload- 
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ing. He said it would be unreasonable to penalize the 
consignee of what really is a carload of freight simply 
because the consignor or the originating agent made a 
mistake so as to subject the shipment to the payment 
of a loading and unloading charge. 

Singleton also voiced objections to the modified rule 
pertaining to “order notify” shipments. Mr. Fyfe an- 
swered by saying the Commission had held the carriers 
are not required to issue such bills, so there was not 
much use talking about the matter. 

A. G. Young, speaking for the American Iron and Steel 
Institute and the American Sheet and Tin Plate Company, 
said the men who recommended strapping of tin plate in 
boxes could not have known what it would cost to strap 
40,000,000 boxes and the waste of labor in boxing and 
opening. He said it would cost $2,000,000, without count- 
ing the value of labor used in unboxing. The. strapping 
would cost a waste of 5,000 tons of material and the 
labor of a regiment of men. The rule would cause enor- 
mous expense without the benefit of one cent for any- 
body. The classification men threw up their hands on 
that subject and indicated a readiness to eliminate it. 
Mr. Young said there was no objection to requiring the 
strapping of L. C. L. shipments of boxed sheet tin. The 
few claims Yor loss and damage to tin arise on L. C. L. 
shipments. Therefore the rule is likely to be limited to 
that kind of traffic. 

W. S. Guy, traffic man for the Carnegie Steel Company, 
started to discuss the rule making the minimum charge 
of $15 per car, but Mr. Fyfe stopped him by saying that 
the Director-General had changed that before the book 
even came out and that possibly other changes might 
be made. The witness criticized the change in the lan- 
guage of the rule providing for a second car for a carload 
shipment when the carrier cannot furnish a car big 
enough to take the shipment. He said the proposed rule 
gives too much discretion to the railroad agent. He 
asked for the retention of the existing rule. 


The big part of Mr. Guy’s protest was against the 
change from gross tons in carload minima, because the 
whole iron and steel industry is based on the gross ton 
basis. The Carnegie company some time ago tried to 
change from gross ton to the hundred pound basis. Some 
of the railroads simply refused to consider quotations 
or anything else except on the gross ton basis. Even 
admitting that a change was desirable, Mr. Guy said that 
this abnormal time was not the day to make such a 
change in a world-wide basis. 

In behalf of R. V. Porter, freight traffic manager for 
the Lorain Steel Company, Mr. Guy protested against 
an increase in the rating on switches and switch stands 
from fourth to rule 26. Mr. Porter could not remain 
at the hearing until his turn to testify. His brother was 
leaving for “over there” and felt he could ask to be 
excused. 

Objection was made to rule 29, section three, pertain- 
ing to lesg-than-carload shipments. A note has been cut 
out that imposes a first class rate on 1,000 pounds as 
the minimum on articles exceeding 22 feet in length. 
The classification men insisted that their remodeled rule 
brings the rule into conformity with the finding of the 
Commission in its own initiated case known as Minimum 
Rates in Official Classification. 

During the supposed cross-examination of Mr. Guy, Mr. 
Fyfe persuaded C. S. Belsterling to say that he is op- 
posed to all the changes in iron and steel. 

Charles MeNichol, of the American Bridge Company, ob- 
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jected to that part of rule No. 28 which requires sal] 
parts of machines, when they are shipped in open Cars, 
to be removed from the machines, boxed and the bixeg 
attached to the floor of the car. His idea was that the 
rivets, connection bars and small things to be ised 
in setting a girder, would be regarded as parts thereof 
and required to be boxed. The classification men iried 
to shoo him away from the witness, but he would not 
quit until he had had his say. 

MeNichol also took a fall out of the “two for one” 
rule, because it’does not continue the twin-load rule now 
in effect. Mr. Fyfe said iron and steel have had a favor 
which no other commodity has had.’ 

A demand for a justification for elimination of double 
and triple loads was made by Mr. Murray N. Billings, 
witness for the American Iron and Steel Institute. Before 
he had gone far it became evident that there was a mat- 
ter of interpretation, Mr. Collyer holding another view as 
to the meaning of the language supposed to show the 
minimum to be applied on the idler car used in a series 
of three cars used to transport long articles. Mr. Bil- 
lings said that as he reads the language the loading as 
indicated would not come within what is known as triple 
loading. Mr. Colquitt told the witness and the classifica- 
tion men to get together and see if there was really 
anything at issue between them. | 

The same course was ordered with respect to bridge 
materials, iron and steel ore chutes, and other articles 
made by the American Bridge Company, because Mr. 
McNichol and the classification men could not agree as 
to existing ratings and the effect of the changes ‘in rules 
and ratings. Mr. Colquitt stopped the discussion when 
it was obvious that the disagreement was as to the facts 
or as to the meaning of the language employed. 


IRON AND STEEL MEN PROTEST 


New York, N. Y.—Iron and steel men attending the con- 
solidated classification hearing in New York not only ap- 
peared before J. C. Colquitt on classification matters Au- 
gust 7, but also went before the eastern freight traffic com- 
mittee to protest against the action of carriers in the Pitts- 
burgh and Valley districts in applying General Order No. 
28. Their specific objection was against the imposition of 
thirty cents a ton for intra mill movement, from stock 
pile to furnaces, of ore that has already borne one thirty- 


cent increase on the rail haul from the mines to the dock. 

The American Iron and Steel Institute made a formal 
protest against such violation of the order. Witnesses ap- 
pearing on that point were under the counsel of C. S. Bel- 
sterling, for the Steel Corporation, and Richard Jones for 
non-corporation companies. The same men _ protested 
against advances that would be caused by the consolidated 
classification. The advance on stock pile movement was 
from $1.50 to $17.50 per car in addition to advances on 
movement from mines to boats. 

Iron men claim equally flagrant misapplication of No. 28 
to coke and coal, but they have reserved that for later 
action. They do not criticize the twenty-five per cent ad- 
vance, but merely what they call the disregard of the Di 
rector-General’s orders. 


EFFECTIVE DATE POSTPONED 
The Commission has extended the effective date of its 
order in Docket 8854, Kansas City Millers’ Club, Sout! west- 
ern Millers’ League, Southwestern Missouri Millers’ Club 
and the Atchison Commercial Club, against the A. T. & S$. 
F. Ry. Co. et al., from September 1 to October 1. 
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SHORT LINE CONTRACT DRAWN 
The Trafic World Washington Bureau. 

At a meeting of the American Short Line Railroad 
Association in Washington, August 7, presided over by 
Bird M. Robinson, president of the organization, and at- 
tended by between fifty and sixty representatives of 
short lines, a proposed contract between the Director- 
General and the short line railroads received careful and 
earnest consideration. 

This contract was prepared by a committee of short 
line representatives composed of W. M. Blount, president, 
Bham & Southeastern Ry., Union Springs, Ala.; C. D. 
Cass, G. M., Waterloo, Sioux Falls & Northern Ry., Water- 
loo, Ia.; and B. B. Cain, vice-president and general man- 
ager, Texas State and G. F. & W. Ry., Dallas, Tex. They 
have held numerous interviews with members of the Di- 
rector-General’s staff, and the proposed contract embodies 
the views of the short lines as to the relief they think 
is necessary, and to which they think they are entitled 
if they are to continue in operation. This tentative con- 


tract, with some minor changes, received the approval of — 


those in attendance, and will be submitted to the Director- 
General for his consideration and approval. 

After a résumé by President Robinson of the work done 
by the organization toward bringing to the attention of 
the Railroad Administration the seriousness of the situa- 
tion confronting the short lines, owing to the control of 
the trunk lines, including their short line subsidiaries, by 
the government, and the exclusion of the majority of the 
independently owned lines, which resulted in the creation 
of a short line section in the Railroad Administration, and 
of the work done in drawing up the contract, E. C. Niles, 
the recently appointed head of the short line section of 
the Railroad Administration, was introduced. 

He said it was his desire to co-operate in all respects 
with the representatives of the short line roads and that 
je hoped this would not be their last meeting together. 
He assured them of his desire to see that they received 
fair and impartial treatment, but that, owing to the short 
time he had been in office, he could not make a statement 
as to the policies he would follow in handling the situa- 
tion. In another week, he said, he would be prepared to 
take up any complaints that might be made. He stated, 
however, that local matters should be taken up with the 
local traffic committees and the local committees would 
be properly instructed as to the handling of such matters 
at an early date; but that if the matters could not be 
adjusted through the local committees or were of such 
character as to require the attention of the office in Wash- 
ington, they should be presented in writing, with full 
details, or by personal interview when necessary. 

Officers were re-elected as follows: Bird M. Robinson, 
president; B. S. Barker, vice-president; J. T. Whittelsey, 
secretary-treasurer. There will be seven vice-presidents 
in each regional territory. . 

Following is a synopsis of the proposed contract: 

Section 5— 

(a) Possession and use of property and operation shall 


Tremaiii with short lines. 

All revenues shall accrue to lines and all taxes and ex- 
Dense: be borne by lines. 

(b) Lines have right to solicit freight and secure rout- 
ing orders from shippers which shall be observed by all 
lines under federal control. 

(ce) (Copy paragraph of contract.) 

(d) (Copy paragraph of contract.) 

(e) (Copy paragraph of contract.) 

Section 6— 

(a) Basis for divisions existing January 1, 1918, to be 
Contin ied. 
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(b) That if it be shown that present divisions allowed 
short lines are inadequate for cost of service such propor- 
tions shall be increased by Director-General. 

(c) All past and future increases be applied to traffic 
of short lines and that they will receive their present per- 
centages of the increased rates. 

(d) That in event operating expenses are increased ac- 
count government advances in prices of coal, supplies and 
materials or wages, increased divisions will be accorded 
short lines. 

(e) No discrimination 
tariffs. 

Section 7—In event Director-General or connecting lines 
issue priority orders, embargoes, etc., or orders which 
affect movement of freight over short lines so as to sub- 
stantially reduce earnings, the Director-General shall make 
full reparation either by additional traffic or by payment 
of sums of money. 

Section 8—Short lines shall receive a supply of cars to 
the same extent and upon same basis and conditions as 
cars are supplied to lines now under federal control. 

Section 9—Short lines shall have right to utilize the 
purchasing agencies of Railroad Administration in secur- 
ing material and supplies and shall be furnished same at 
the Railroad Administration’s standard prices. ~ 

Section 10—That in case short lines are required to do 
any financing they shall obtain approval of and shall be 
rendered the assistance of Director-General. 

Section 11—That whenever earnings of short lines ex- 
ceed sum sufficient to pay all operating expenses and taxes, 
all interest on interest-bearing debt, a fair depreciation on 
property, and in addition 6 per cent on the reasonable 
value of canital stock, all excess shall be turned over to 
Director-General for use of government..- 

Section 12—That short lines shall be placed in equal 
position with all federal controlled lines for the handling 
of all classes of business, wherever same may be handled 
as economically and expeditiously as via other routés. 

Section 13—In event short lines are required by Rail- 
road Administration to make extensions, additions or bet- 
terments or to purchase cars, motive power or equipment, 
the money to pay for same shall be furnished by Director- 
General unless short lines agree to pay for same. 

If at end of period of federal control short lines and 
Director-General cannot agree upon value of such exten- 
sions, etc., a board of arbitration, as provided in Section 3 
of Federal Control Act, shall be appointed to determine 
the matter. 

Section 14—No discrimination in matter of use of passes 
er issuance of exchange transportation by government 
operated roads shall be made against short lines. 

Section 15—Short lines shall be allowed, as a minimum, 
their local rates in dividing rates in absence of authority 
from short lines for lower basis and shall have same right 
to solicit passenger traffic as provided in contract for 
solicitation of freight traffic. 

Section 16—That Director-General shall have at any 
time the right to take full possession and operate property 
of short lines, and if unable to agree with the lines as to 
compensation to be paid therefor, such amount shall be 
determined in accordance with Section 3 of Act of March 
21, 1918. be ge 

That in event Director-General sees fit to assume con- 
trol of short lines this contract shall be replaced by the 
standard form of contract entered into with Class 1 carriers. 


in publication of routes in 


Sections 5 to 16, inclusive, contain the provisions which 
must be worked out with the Director-General, the pre- 
amble being the same as that contained in the contract 
with the trunk lines, which is being prepared, modified 
to suit the needs of the short line roads. 

The provisions of sections 5 to 16, inclusive, are, in 
brief, those shown above, and in general provide for the 
recognition by the Railroad Administration of the right 
of controlling routing, subject to certain limitations, an ° 
increase of division where necessary and a share in the 
increase in rates which have been or may be made. 

It is expected that section 7 is the one which will be 
most strongly objected to by the Railroad Administration. 

The incorporation of this section in the contract is, how- 
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ever, considered vitally important to the short lines, and 
its inclusion will be contended for. > 

‘ A form of contract submitted by the Director-General 
to the committee of the short linés contains in section 7 
the features contained in sections 5 to 16 of the contract 
to be submitted by the short line committee for the con- 
sideration of the Director-General, but in different form. 


The objection on the part of the short lines to the 
provisions of section 7 of the contract proposed by the 
Director-General are based on the fact that while it pro- 
poses that the short lines be given an equitable allot- 
ment of cars at charges. based on a fair rental and that 
the routing of freight in connection with the short lines 
shall be such as to allow such lines a fair and reasonable 
share of the traffic, the question as to what is fair and 
equitable would be decided by the Director-General, leav- 
ing great opportunity for disputes as to what is fair and 
equitable. 

A committee of the short lines will handle to a con- 
clusion with the Director-General the adoption of the 
contract as approved at the meeting and will then submit 
to the members of the association the contract as agreed 
to by the Director-General for adoption by such lines as 
desire to take advantage of its provisions. 


Some of those who attended the meeting were as fol- 
lows: 


E. G. Slaughter, G. M., Wildwood & Del., Wildwood, N. J.; 
W. C. Orem, Pres., Salt Lake & Utah, Salt Lake City; W. S. 
Hoobs, G. M., Warren & O. Valley Ry., Warren, Ark.; O. H. 
Anderson, Pres., Onieda & Western, Onieda, Tenn.; B. B. 
Cain, V. P. & G. M., Tex. State & G. T. & W. Ry., Dallas, 
Tex.; P. F. Manning, G. M., Frankfort & Cincinnati, Frank- 
fort, Ky.; C. C. Barnes, Supt., Grasse River R. R., Conifer, 
N. Y.; J. A. Smith, V. P. & G. M., Middletown & Union- 
ville, Middletown, N. Y.; G. H. McElroy, G. F. & P. A., 
Fernwood & Gulf R. R., Fernwood, Miss.; R. D. Bushee, 
T. Mger., Alabama & Miss., Vinegar Bend, Ala.; J. J. White, 
Recr., Liberty White R. R., McComb, Miss.; A. L. Mills, 
Recr. & G. M., Ft. Smith & Western, Fort Smith, Ark.; 
Geo. W. Hardin, V. P. & Supt., E. T. & W. N. Co., Johnson 
City, Tenn.; S. M. Bloss, Rep. of G. Supt., Garyville North- 
ern, Garyville, La.;-H. C. Landon, G. M., Watauga & G. 
River R. R., No. Wilkesboro; T. P. Benard, G. M., Ocklawha 
Valley, Redman, Fla.; S. G. Bates, V. P., Eastern Ry., 
Riverton, Ky.; S. G. Bates, proxy for Morehead & N. F. 
R. R., Clearfield, Ky.; W. E. Price, G. M., Caro., Y. & Riv., 
Highpoint, N. C.; C. B. Williamson, Supt. & T. M., Ches. 
& Western, Harrisonburg, Va.; J. C. Mace, Secy., Augusta 
Northern, Marion, S. C.; H. D. Swayze, G. M., K. L. &S. C., 
Lawton, Okla.; W. M. Blount, Pres., Bgham. & So. Eastern, 
Union Springs, Ala.; J. W. Oglesby, Pres., So. Ga. Ry., 
Quitman, Ga.; W. F. Way, Gen. Counsel, Ga. Northern Ry., 
Moultrie, Ga.; C. Hicks, G. M., Tenn., Ala. & Ga., Chatta- 
nooga, Tenn.; G. A. Cartwright, Traffic Mgr., Waycross 
So. Ry., Waycross, Ga.; J. R. Hackett, G. M., Ga. Northern 
Ry., Moultrie, Ga.; Jas. Gayle, Pres., Carrollton & W. R. R., 
Carrollton, Ky.; C. J. Field, G. M., Bamberg & E. W. Ry., 
Bamberg, S. C.; J. F. Livingston, Pres., C. N. & L. R. R., 
Columbia, S. C.; L. M. Williams, Recr., Ga. & Fla. R. R.; 
L. M. Williams, Recr., Caro. & So. Eastern; B. S. Barker, 
V. P. & G. M., Gainsville & N. W., Gainsville, Ga.; R. D. 
Brisbee, T. M., Ala. & Miss., Vinegar Bend, Ala.; A. D. 
Fowlker, Audr., East. Caro. R. R., Tarboro, N. C.; B. M. E. 
Woods, Mer., Bennettsville & C. R. R., Bennettsville, S. C.; 
J. C. Williams, G. M., Ak., C. & Y. Ry., Akron, O.; R. O. 
Sykes, Engr., Grasse Riv. R. R. Corp., Conifer, N. Y.; D. F. 
Kirkland, V. P. & G. M., G. & F. R. and A. S. R. R., Augusta, 
Ga.; F. W. Paine, Treas., Copper Range R. R., Houghton, 
Mich.; H. P. Edwards, G. M., At. & Western, Sanford, N. C.; 
J. D. Deweis, V. P. & G. M., Y. & Ohio Riv., Leetonia, O.; 
E, J. Jones, Gen. Counsel, Grass River R. R., Bradford, 
Pa.; J. Q. Beckwith, Asst. to G. M., V. & C. S. R. R., Lum- 
berton, N. C.; D. L. Tilly, Treas., N. Y. Docks, New York 
City; W. L. Sykes, Pres., Grasse River, Inc., Conifer, N. Y.; 
J. F. Cochrane, Recr., Ala., Tenn. & No. R. R., Mobile, Ala.; 
W. M. Legg, Pres., Ga., So. & Guif, Albany, Ga.; S. H. 
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Reams, V. P. & G. M., Durham & So., Durham, N. C.; R. A. 
Knox and W. K. Sweltand, Audr. & Atty.,C. & P. A. R. R.,; 
Coudersport, Pa.; L. M. Williams, Recr., Ga, & Fla. R. R., 


- Richmond, Va.; D. F. Kirkland, G. M.,-Ga. & Fla. R. R., 


Richmond, Va. 


NO BREWERY ADS 


The Trafic Werld Washington Bureau. 
The Railroad Administration has joined the hunt for the 
demon rum. W.-C. Kendall, manager of the car service sec- 
tion, in C. S. 23, under date of July 26, said: “It is desirable 
that railroad refrigerators bearing the advertisements of 
brewing companies be repainted in accordance with stand- 
ards of the individual railroads and such advertisements 
eliminated. This work should be done at the earliest pos- 
sible date. Advise how many of such cars you have. Also 
advise of any other railroad refrigerators or other class 
cars you may have that bear similar advertisements so 
consideration can be given to repainting them in accord- 
ance with’ standards.” 
At the car service section the circular was understood 
to apply to railroad-owned refrigerators, but in other parts 


‘of the Railroad Administration the thought was expressed 


that the order would be applied to ail brewery refrigera- 
tors so as to free the federal government from taint of 
connection, direct or indirect, except that of raising rev- 
enue, with the liquor traffic. 

Under the act to regulate commerce common carriers 
must use the cars tendered by shippers. The only restric- 
tion on them is that they must comply with the safety ap- 
pliance rules. If Director-General McAdoo is a “person 
engaged in the transportation of persons or property, for 
hire” by railroad, then he is a common carrier subject to 
the act to regulate commerce. However, there are those 
who suggest that the act to regulate commerce is net very 
seriously regarded these days and therefore that brewers 
having advertisements on cars owned or leased by them 
might as well get out their paint pots and begin destroy- 
ing their advertisements. They might also raise the ques- 
tion as to whether the corporation name containing words 
suggesting the brewing of beer is an advertisement. 

The cars to which the circular strictly applies are those 
provided by individual railroads to haul away the products 
of large breweries. The cars are always used for that 
trade, hence the practice of advertising the use to which 
they are put. 


CONTRACT WITH RAILROADS 


The Trafic World Washington Bureau. 
Provisions safeguarding the private rights of railroad 
companies during government contral have been inserted 
in the form of contract now tentatively agreed upon by 
the Railroad Administration and company representatives; 
and final adoption of the contract is expected soon after 
Director-General McAdoo returns to Washington next week. 
The latest draft provides more specifically that nothing 
in the contract shall be construed “as prejudicing the fu- 
ture policy of the federal government concerning the own- 
ership control, or regulation” of railroads nor affect any 
proceedings involving the acquisition or valuation of rail- 
road property. 
~ A copy of the tentative agréement issued August 8 by 
the Railroad Administration showed that prolonged nego 
tiations during the last month between railroad attorneys 
and representatives of the Railroad Administration havé 
resulted in adoption of plans which may tend to increase 
the compensation of the roads to some extent, and [to re 
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duce the danger of the government’s making excess charges 
for improvements and extensions against any company’s 
account. 

This eliminates much of the objection formerly entered 
by railroad companies who feared that the expense of big 
scale developments of transportation facilities made neces- 
sary by the war and ordered by the government might re- 
sult in cutting down actual compensation payments to less 
than enough to meet ordinary capital obligations or to pay 
fair dividends. 

Inasmuch as the aggregate compensation to be paid 
railroads will be nearly a billion dollars a year, the trans- 
fer of millions of dollars depended on these contract modi- 
fications. Similarly a multitude of railroad security hold- 
ers are affected by the new contract terms. 

One provision is that in case any company and the Rail- 
road Administration fail to agree as to whether additions 
and betterments are for purely war purposes and conse- 
quently are to be paid for by the government, the question 
is to be determined by the Interstate Commerce Com- 
mission. The Commission also is entrusted with the set- 
tlement of many other possible disputes. 

The Director-General of Railroads is authorized to order 
any improvements or extensions deemed necessary for 
proper maintenance or for war exigencies, but any com- 
pany may protest against the charging of this cost to its 
account. The contract specifies, however, that no company 
may claim a loss because of the increased cost of mate- 
rials and labor under abnormal war conditions. This is 
interpreted as assurance that the government will not be 
purdened with inflated costs of ordinary improvements 
which probably would have been made by railroads un- 
der present control. 

A newly added provision that the Director-General may 
not purchase more locomotives or cars for a road than 
is necessary for its own traffic leaves much to the Director- 
General in determining exactly what additional rolling 
stock is necessary. 


FREIGHT SITUATION IMPROVED 


The Trafic World Washington Bureau. 
An announcement given out by the Railroad Administra- 
tion, office of the Director-General, August 3, says: 
“Advices to the Railroad Administration report a general 
improvement in the freight situation. Cars are in abund- 
ant supply and are being moved promptly. 


“The Georgia Fruit Exchange of Atlanta, Ga., writes: 


We are glad to be able to advise you that we are now about 
to complete the movement of the largest crop of fresh peaches 
ever shipped out of the state, or in fact any state in the Union. 
Shipment to and including July 17 was 7,432 cars, and prob- 
ably 400 more to move. The largest single day’s shipment 
amounted to practically 600 cars. 

The general service rendered by the railroads in the move- 
ment of the crop, viewed in the light of existing transporta- 
tion and labor conditions, has been such that we desire to 
express our gratification and congratulation upon the success- 
ful outcome. ; 


“Another letter from a large producer of bituminous coal 
in West Virginia says: 


We are very much gratified at the splendid car supply we 
have recently been getting, and for your information will say 
that after getting over the Fourth of July week, and commenc- 
ing Monday morning, July 8, we have produced and shipped 
up to the 24th, inclusive, a total of 132,500 tons of coal. Tak- 
ing out two Sundays and one day on-which we were shut down 
tight because of power trouble, this makes an average of 9,464 
tons per day, which we not only hope to be able to maintain 
but increase steadily. 


“The weekly bulletin of the West Coast Lumbermen’s As- 
sociation, including in its membership nearly all the lum- 
bermen on the Pacific Coast, says: 
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Lumber mills in western Oregon and western Washington 
again are running at full capacity after the brief mid-summer 
holiday, and are thus enabled to replenish their stocks, which 
had been permitted to run low as a result of the heavy gov- 
ernment and commercial orders during the spring and early 
summer. 

Production for the week ended July 20 at a group of 124 
mills reporting to the West Coast Lumbermen’s Association 
was 76,260,629 feet, which was within 2,631,371 feet, or 3.33 per 
cent, of the normal. 

Another notable element in the situation for the week was 
the continued abundance of freight cars. : The mills shipped a 
total of 52,140,000 feet, or 1,738 cars during the week, leaving 
a balance of only 8,219 cars of unshipped business on the books 
of the mills. This places the west coast industry in better 
condition, so far as car business is concerned, than they have 
been in for nearly a year. 


“A letter from Seattle, Wash., published in the Phila- 
delphia Ledger of-Friday, August 2, says that eastern re- 
tail lumber dealers have become somewhat indifferent about 
replenishing their fall stocks with promptitude, as they are 
relying upon the idea that cars will be in plentiful supply 
during the winter and that they will be able to get delivery 
as they may need it. The directors of the transportation 
and traffic divisions of the United States Railroad Admin- 
istration assert that those who are likely to require goods 
during the coming winter will do well to have them shipped 
while cars are in abundant supply and prompt transporta- 
tion can be relied upon. They say that while every effort 
will be made to meet any legitimate demand for transpor- 
tation it is well not to forget that priority will have to be 
given to the shipment of coal and many other essentials 
during the winter, and that those who are likely to require 
goods that must be shipped from distant points by rail will 
do well to lay in the necessary stocks while the transporta- 
tion facilities of the country are in good working order, 
and before the rigors of a possibly severe winter shall in- 
terfere as they must with the movement of trains and the 
loading and unloading of cars.” 


DIVISION OF LABOR APPOINTMENTS 

In Circular No. 1, dated July 26, Director Carter of the 
Division of Labor announced the following appointments as 
representatives of the Division of Labor: Wm. Blackman, 
effective July 5; John A. Moffitt, effective July 15, and 
Anthony M. Banks, effective July 18. These representa- 
tives will be assigned to conduct investigations and to 
represent the Division of Labor of the Railroad Administra- 
tion in other specific matters to which they may be as- 
signed affecting employes of the railroads under federal 
control. 





STOPPING RAILROAD THEFTS 


The Trafic World Washington Bureau. 
The Railroad Administration issued for publication Au- 
gust 8 the following statement: 


The vigorous campaign inaugurated by Director-General 
McAdoo to stop thefts of railroad property is beginning 
to show gratifying results. Since the Property Protection 
Section of the Division of Law of the Railroad Administra- 
tion was established on March 26, 1918, 1,098 prosecutions 
of thieves operating against railroad property have been 
brought 592 convictions have been secured and 244 peni- 
tentiary sentences have been imposed. 


The Property Protection Section, which is under the 
general direction of John Barton Payne, general counsel 
of the Railroad Administration, and under the direct super- 
vision of Philip J. Doherty, manager, is receiving the 
cordial co-operation of the federal authorities, of local 
police organizations throughout the country, of the courts 
and of a number of civic organizations. Railroad police 


agencies already in existence are being utilized and new 
railroad police agencies are now being organized at various 
railroad centers for the purpose of more effectively stamp- 
ing out thefts from railroads entering those points. Suc- 
cessful efforts are being made completely to co-ordinate 
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railroad police and other public agencies at the principal 
centers. 

While the railroads have reported each year to the 
Interstate Commerce Commission the total payment for 
loss and damage to freight, the only available figures lim- 
ited to loss from robberies, concealed losses and unlocated 
losses are those covering the year 1914. In that year 
the carriers reported the loss from robberies, concealed 
and unlocated losses as $10,310,708.41. . The total payments 
by the railroads for loss and damage to freight for the 
four years ending June 30, 1917, aggregated $112,380,073, 
distributed as follows: 

By years the figures are: 


eo le ES eee $33,279,057 
Te I I BND oo. ko 0.606600 0 ces aren 29,528,016 
i CGN. DO, BOM. Geiser gececedecsves< 22,737,000 
ee Gee Fe BOs GET og oi citds oc icin dseeesas 26,836,000 

IN a Oe ea $112,380,073 


This aggregate of more than $112,000,000 for four years 
did not all arise from theft or dishonesty, but theft, dis- 
honesty and carelessness combined were responsible for 
an extremely large proportion of the loss. These losses 
were during years of comparatively normal traffic; they 
were regarded as incident to the exchange of traffic. 

In the year 1917 the total amount paid by the New York 
Central Railroad for loss and damage to freight was 
$3,067,976, and for robberies alone during that year the 
sum was $484,534.70. 


An analysis of the freight loss and damage claims pay- 
ments by five railroads entering @hicago which may be 
regarded as typical shows that the Chicago & Northwest- 
ern payments for this class of loss for 1916 were 1.30 
per cent of all the freight revenue; for 1917, 1.51 per cent 
of all freight revenue; Chicago, Burlington & Quincy for 
1916, 1.15 per cent of all freight revenue; 1917, 1.87 per 
cent; Chicago, Milwaukee & St. Paul for 1916, 1.36 per 
cent; 1917, 1.94 per cent; Chicago, Rock Island & Pacific 
for 1916, 1.44 per cent; 1917, 1.59 per cent; Illinois Cen- 
tral for 1917, 1.11 per cent. 

Several statutes are in effect under which prosecutions 
for this kind of lawbreaking can be brought. They include 
the act of Congress of Feb. 13, 1913, to punish unlawful 
breaking of seals of railroad cars, stealing freight and 
express packages or baggage, etc., in process of transporta- 
tion in interstate shipment, etc.; the act of Congress of 
March 21, 1918, to empower the President of the United 
States to take over and operate the railroads during the 
period of the war; the act of Congress of Aug. 10, 1917, 
amending section 1 of the act to regulate commerce, which 
provides for punishment for obstructing, retarding, or in- 
terfering with make-up of any train, car locomotive,” or 
other vehicle in the movement of interstate commerce; 
the act of Congress of April 20, 1918, known as the 
sabotage act, to punish the wilful injury or destruction of 
war material, or of war premises or utilities used in con- 
nection with war material, etc. There are a great many 
state statutes which may also be invoked. 


In enforcing these statutes the Railroad Administration 
and the police forces of the various railroads have proved 
successful in co-operation with local police authorities in 
carrying on vigorous campaigns to stop the theft of rail- 
road property in several of the principal centers. 

In St. Louis the police department has rendered signal 
and important service in co-operation with the railroad 
police. <A force of city detectives was assigned to give 
exclusive attention to the work, and uniformed policemen 
sent upon the railroad premises as a part of their regular 
duty, to prevent offenses of this class. As a result of this 
co-operative work, more than 100 employes and others 
have been indicted by the federal grand jury in cases of 
theft of goods of large value. Shipments to a value of 
more than $75,000 have already been recovered. Several 
severe sentences have been imposed by the United States 
court at St. Louis. Results have been highly beneficial, 
terminal officials having certified that within a short time 
after the institution of the crusade there against this class 
of offenders, theft conditions improved at least 75 per cent. 

At Chicago, the detective forces of the municipal. de- 
partment, at the direct request of the Railroad Admin- 
istration, and also in co-operation with the Chicago Rail- 
road Police Commission, a unified organization of all 
special agent and police forces, of all carriers centering 
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in Chicago, have performed important service in the re- 
covery of stolen shipments and in the afrest of large num- 
bers of offenders. 

Under date of July 26 the Chicago representative of ihe 
Property Protection Section of the Railroad Administration 
advised of the arrest of sixteen defendants concerned in 
extensive thefts from freight cars and the recovery of 
goods to the value of $7,500. Detectives of the city de- 
partment are constantly at the call of the railroad police 
organization and giving hearty and effective co-operation. 

In New York the city police department and detective 
forces have been co-operating with the railroad police 
forces and have recovered valuable goods and made im- 
portant arrests of offenders charged with this class of 
crime. The Merchants’ Association of New York, the 
Jewelers’ Protective Union of New York and several local 
boards of trade have placed the services of their organ- 
ization at the disposal of the Railroad Administration in 
this class of work. 

Among other very important results of the work of this 
bureau are significant and helpful warnings from the 
bench by some of the judges of the United States district 
courts of their intention to impose severe sentences in 
this class of cases. Such warnings in themselves are 
efficacious. They exercise a very strong deterring infiu- 
ence. 

Instances are: On July 30, U. S. District Court at To- 
ledo, O., in continuing for sentence a case in which there 
was a strong plea for leniency because of the large fam- 
ilies of the defendants, made a very impressive statement 
from the bench that “in any new case no plea for leniency 
would receive any consideration, but in all such new 
cases conviction would mean a sentence to the peniten- 
tiary for a considerable time, and that no small bonds 
would be accepted.” 

On July 18, Judge Tuttle, at Detroit, in pronouncing 
sentence of five years in the federal prison at Leaven- 
worth, on Harry Nichamin, stated from the bench: “In 
prosecutions of this nature against receivers and so-called 
‘fences,’ unless the circumstances were of such an extraor- 
dinary nature as to make an exception, he would give 
the maximum punishment provided by statute.” 

On July 30, Federal Judge Killits made it plain in a 
talk to seven of the twelve indicted from Marion, O., that 
robbing cars had to stop. His remarks were: “Future 
eases of interstate commerce violation,” said the judge, 
“will be given penitentiary sentences. The court will not 
be influenced by dependents or any other considerations. 
This wholesale robbing of cars must stop, and the court 
believes penitentiary sentences will have the effect of ma- 
terially reducing the number of robberies.” 

As result of campaign inaugurated by the Railroad Ad- 
ministration many reports of improved conditions have 
been received. Under date of June 10, Baldwin, C. S. A, 
N. & W., Roanoke, Va., reports: “Beg to advise that our 
robberies have been reduced at least 50 per cent.” 

Under date of May 13, Mitchell, C. S. A., Missouri Pa- 
cific, St. Louis, reports: 

“I am reliably informed that a number of good thieves 
now employed in switching service at East St. Louis will 
quit their jobs and leave for other places to-day.” 

Under date of May 28, transmitting statement of B. 
Adams, agent, agent Terminal Railroad Association, St. 
Louis, as follows: 

“The first half of May we averaged 7 cars per day (with 
improper seals). The average has decreased until at the 
present time we are receiving only one or two cars per 
day. Showing exceptionally good at the present time.” 

In the same communication: 

“The showing here made means practically an elimina- 
tion of robbery on the terminals for the time being.” 

Under date of July 5, same agent transmits information 
to the effective that: 

“The arrest of the switchmen in St. Louis charged with 
robbing cars is having effect with the men. It is the 
principal subject of conversation around the switch shan- 


- ties and lunchrooms.” 


And, under date of May 29: 

“Personally and by report from cover men, I am able 
to state the results so far obtained have been marvelous.” 

Under date of May 18, J. H.. Patterson, F. C. A., Mobile 
& Ohio, Mobile, Ala., wrote E. A. Jack, F. C, A., Terminal 
Railroad Association, St. Louis, Mo.: 

“I want to give you and your people credit for a material 
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improvement in the number of irregularities chargeable 
to your delivery to us.at East St. Louis. * * * as 


‘compared with the preceding periods: of recent date it 


shows that you have been accomplishing much.” 

Under date of July 1, C. S. Reifsnider, C. S. A., the Ann 
Arbor Railroad, Toledo, O., reports: 

“There has been a very decided improvement in all 
cases of theft, trespassing and violations against the Ann 
Arbor Railroad» Company owing to the close attention be- 
ing given same by the officers; also by the numerous in- 
dictments against criminals now in the federal courts.” 

L. H. Phelleplace, general superintendent, C., C. & O. 
Railway, Erwin, Tenn., under date of July 19, reported: 

“We have had nothing to report recently in the way of 
robberies, arrests or convictions.” 

On July 31, F. Fitzpatrick, chief inspector, N., C. & St. 
L., Nashville, Tenn., wrote: 

“The property of the Nashville, Chattanooga & St. Louis 
Railway is in better condition to-day, from the standpoint 
of thefts, depredations and losses, than it has been in 
many years. It is clean from one end to the other.” 

On June 19, H. L. Van Sickler and Stacy H. Myers, 
attorneys for Property Protection Section, reported from 
Detroit, Mich.: 

“Special agents of the various lines entering Detroit, as 
well as police officers of the city, have advised us that 
conditions respecting car thefts and the disposal of the 
stolen articles to fences have improved greatly within the 
past month, and in a spirit of generosity they insist on 
attributing these results to our efforts, all of which, of 
course, is due to their hearty co-operation.” 

On June 26, List, attorney, Property Protection Section, 
reported from Pittsburgh, Pa.: 

“Captain Bledsoe, of the Baltimore & Ohio, advises me 
that since our crusade the number of larceny cases has 
been reduced 50 per cent.” 

On June 21, Myers and Van Sickler, attorneys, Property 
Protection Section, reported from Detroit, Mich.: 

“Special agents advise that the fences here in Detroit 
are absolutely refusing to buy any kind of property as to 
which there is any suspicion of its having been stolen.” 

On June 17, 1918, Regional Director Smith, eastern ter- 
ritory, wrote to General Counsel Payne: 

“The creation of a department to handle this work, 
which has been done, is gradually securing the co-opera- 
tion of the courts and other federal authorities, and is 
having a wholesome influence which is noticeable.” 

The assistance of the public in building up a healthy 
sentiment against this kind of crime is besought by the 
Railroad Administration. In the past there has been a 
tendency on the part of the public to minimize the serious- 
ness of thefts from railroads, and in many cases trifling 
penalties have been imposed by courts for offenses of 
this kind. This probably was due in part to anti-corpora- 
tion sentiment. At the present time the railroad prop- 
erties of the country are under the control of the United 
States government and therefore anyone stealing from a 
railroad is robbing the United States. 


JURISDICTION EXTENDED 

Regional directors announce that the following railroads 
are added to the jurisdiction of managers: A. J. David- 
son, general manager Oregon Electric Railway and Ore- 
gon Trunk Railway; W. L. Park, general manager Leaven- 
worth Terminal Railway & Bridge Company; G. R. Hunt- 
ington, federal manager Copper Range Railroad, Lake Su- 
Perior Terminal & Transfer Railway and Mineral Range 
Railroad; H. E. Byram, federal manager Escanaba & Lake 
Superior Railroad, Ontonagon Railroad and Port Town- 
send & Puget Sound Railway; A. ‘W. Trenholm, federal 
Manager Minneapolis Eastern Railway, Minnesota Trans- 
fer Railway, St. Paul Bridge & Terminal Railway, St. Paul 
Union Depot Company; W. P. Kenney, federal manager 
Farmers’ Grain & Shipping Company and Minneapolis Belt 
Line; J. M. Hannaford, federal manager Camas Prairie Rail- 
toad, with headquarters at St. Paul, Minn.; G. L. Peck, fed- 
fal manager Calumet Western Railway, Englewood Con- 
lecting Railway, Pittsburgh, Chartiers & Youghiogheny 
Railway. and South Chicago & Southern Railroad; C. M. 
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Kittle, federal manager St. Charles Air Line, with head- 
quarters at Chicago, Ill; E. J. Pearson, federal manager 
New York Connecting Railroad, Narragansett Pier Rail- 
road, and Wood River Branch Railroad; Elisha Lee, fed- 
eral manager Huntingdon & Broad Top Mountain Railroad 
and Philadelphia Belt Line south of Port Richmond yard; 
F. H. Alfred, federal manager car ferry lines on Lake 
Michigan formerly operated by the Ann Arbor, the Pere 
Marquette and the Grand Trunk; C. H. Enring, federal man- 
Marquette and the Grand Trunk; C: H. Ewing, federal man- 
ager Philadelphia Belt Line north of Port Richmond yard. 


STAMPING BILLS OF LADING 


Circulation is being given to a letter from Walker D. 
Hines relating to forms of stationery, etc., under federal 
control. Among other things it says: 


Bills of lading and other documents which, when exe- 
cuted, constitute contracts of the Director General, should 
be stamped 






United States Railroad Administration, 


W. G. McAdoo, Director-General of Railroads, 
North and South Railroad. 


The above is to be regarded as substituted for the 
name of the North and South Railroad Company 
where the same appears in this document. 









On account of the prospective changes in all accounting 
forms, as well as in bills of lading and other documents 
which when executed constitute contracts, it is not practic- 
able at this time to issue final instructions as to the forms 


to be used. Therefore, until further advised, the use of 
existing forms will be continued with the modification 
above directed, but such forms shall not be reprinted in 
quantities estimated to be sufficient to last longer than six 
months from August 15, 1918. A reasonable supply of 
forms of contracts which produce a change in status which 
would in some cases continue beyond federal control, such 
as leases and side track contracts, may be retained un- 
stamped, to provide for cases likely to arise within six 
months of August 15, 1918, in which the duration of the 
contract would be sufficient to possibly extend beyond 
federal control. This will provide forms for execution by 
the corporation with the consent of the federal manager 
in such cases. 

By reason of the fact that bills of lading are distributed 
generally among shippers and frequently privately printed 
by the shippers, notice should: be given to all shippers and 
particularly those known to agents as using private forms 
of bills of lading, that on and after August 15, no Dill of 
lading will be executed by the carrier, unless stamped or 
printed as directed above. 

As to passenger tickets and baggage checks, the existing 
forms may be used. New standard forms will be author- 
ized and when available will be used in replenishing stock. 

The required change can probably be most economically 
effected by transmitting stationery to central points, 
stamping or printing the same there and redistributing it. 
If it seems most economical to accomplish the change in 
the stock at small stations by the use of rubber stamps, 
it is suggested that stamps be forwarded from station to 
station on each division under the direction of the Divi- 
sion Officers, to avoid an unnecessary number of stamps. 
Arrangements should be made to have the stamped sta- 
tionery put in universal use by August 15, 1918. 


MOVEMENT OF CIRCUSES. 


C. H. Markham, regional director, has notified roads in 
the Allegheny region that the necessity of providing trans- 
portation for the greatly increased passenger travel re- 
sulting from war conditions has made it practically im- 
possible for the railroads in the Allegheny region to con- 
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tinue to provide coaches or baggage cars for movement 
of circuses or carnival companies or similar shows, and, 
therefore, persons applying for such equipment should be 
referred to regular passenger service for transportation 
of their people and to the freight service for movement 
of the show paraphernalia. This ruling will not apply to 
movements of what are known as “Liberty Shows” to 
and from United States military cantonments and depots. 
If any cases should arise where the providing of such 
equipment by the railroad would actually benefit the road 
from an operating standpoint, it is directed such cases 
should be reported for consideration and decision. 


RAILROAD FUEL SUPPLY 


The Trafic World ‘Weshington Bureau. 
In Circular C. S. No. 22, dated July 25, Manager Kendall 
of the car service section, sent each railroad the names of 
the district representatives of the Fuel Administration in 
the various coal producing fields, together with the address 
of each, and a description of the field over which he has 
jurisdiction. The purpose is set forth in the following: 
“Tt is suggested that in case you meet with difficulty in 
obtaining your railroad fuel supply, you may be able to ob- 
tain some assistance by getting in touch with the proper 
district representative of the Fuel Administration by wire, 
in addition to which, however, the car service section 
should be immediately advised of your situation.” 


LOADING OF COAL 


The Trafic World Washington Bureau. 

A report to Director-General McAdoo was made by the 

Car Service Section August 2 on the quantity of coal of all 

kinds loaded at the mines by roads for the week ended 

July 20, 1918, as compared with the same period for 1917. 
A summary of the report follows: 

1918. 1917. 








“SUE! GEM DISUIIMOUE . 66 occ ccc ccc W is cscccees 225,771 192,147 
i re MEE oe 6c aisnasibee 00 4000 mee 40,664 42,840 
DE EE cvcusesecekbvdnrdstecesewes 3,999 2,544 

Grand total care all ebal.......cccccsses 270,434 237,531 


A summary of the decreases and increases in coal loaded 
since January 1, 1918, up to and including the third week of 
July, 1918, as compared with the same periods of 1917 fol- 
lows: 





Month. Decrease. Increase. 
Cars. Cars. 

POLONIA COEF, CELT TEE TE 79,172 
RS rere re ed eee a 31,250 
ES ro eau Pekan Gace Ge BOS Ome aee ate anal 46,613 
I Ne ad As cel ee am ade 5 h/t rie cal ad 73,408 
na ale fe gs atk daca ws th i a me Oh, OAC 84,998 
BE Laan ced adkadecth. cone edeh cole +e nkecéh hea eeeee 88,840 
ee Se GO SOIR go octccesccekcscceeecs 83,022 


Increase, 1918 over 1917, 328,959 cars. 


CARS FOR RAILROAD FUEL 


Hale Holden, regional director, says: 

Circular No. 42, dated July 9th, directing the abolish- 
ment of assigned cars for railroad fuel loading, is hereby 
amended as follows: 


Abolishment of assigned cars is intended to affect only 
distribution of cars as between mines and is not in- 
tended to affect car service or interchange as between 
railroads. The purpose of the new arrangement is to 
avoid, at the request of the United States Fuel Adminis- 
tration, the working of some mines to full capacity while 
other mines in the same competing district shipping 
commercial coal out of the commercial distribution of 
cars would work less than full capacity. It is, therefore, 


permissible for railroads to accept from their connec- 
tions cars to protect their company coal loading. 
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Mines owned by railroad companies and producing 
exclusively railroad fuel must be treated just the same 
as any other mines. 


SAVE CAR DAYS BY COAL TRESTLES. 

R. H. Aishton, regional director, suggests to central 
western railroads that a considerable saving in car days 
could be accomplished if all industries receiving coal in 
carload lots were required to provide themselves with 
facilities for utilizing drop bottom or dump equipment; 
that where the amount of coal used is not sufficient to 
justify a high trestle, satisfactory results could be secured 
with an elevation of two or three feet, or sufficient to 
hold one carload of coal. He points out that it is essen- 
tial that everything possible be done to save car delay 
and asks each road to have the situation on its line 
carefully canvassed in this respect, co-operating with the 
industries with a view to having trestle facilities pro- 
vided in each instance where justified. 


PROMPT COAL CAR HANDLING 


Hale Holden, regional director, writing to central west- 
ern railroads, in supplement No. 1 to circular No. 45, says: 


Our attention is being directed to accumulation of coal 
on track for commercial consumers, and an occasional 
case of accumulation of railroad company coal. 

It develops that in most cases consignees are endeavor- 
ing to put in a storage stock, but for various reasons, such 
as shortage of labor or dilatory methods in handling coal 
as it arrives, accumulations occur and in consequence 
coal carrying equipment is held out of active service in: 
definitely. ; 

It is necessary that lccal officers keep closely in touch 
with the unloading of coal cars, and when it is found that 
consigneees are not releasing cars with reasonable prompt- 
ness, the matter should be called to their attention and 
if they can give no assurance that cars will be released 
without further delay, the attention of the Fuel Admin- 
istration should be called to the situation, with the request 
that coal be diverted to other consignees, who are in 
a position to release the cars. 

To maintain a sufficient car supply to meet the increased 
demands, it is most important that everyone concerned 
in the handling of coal car equipment leave nothing un- 
done to avoid delays in the movement of coal from mines 
to consignees, expediting the release and return of empties 
to the mines. 

The company coal situation must be watched closely, so 
that cars will not be unnecessarily delayed. Also, if any 
coal cars are utilized for the loading of cinders, etc., in 
the direction of the mines, such cars must be released 
without delay. 


USE OF WATERWAYS 


~ The following is put out by the National Rivers and 
Harbors Congress: 


The 1918 rivers and harbors act, which was signed by 
the President on July 18, carries cash appropriations of 
$23,771,900 and one continuing contract authorization for 
$82,700, making a total of $23,854,600. ‘According to 4 
report of the Census Bureau, 376,176,496 tons of freight 
were carried on the rivers and harbors of the United States 
in the calendar year 1916. These figures are below the 
truth, because the Census Bureau does not gather the 
statistics of freight carried in boats -having a capacity of 
less than five tons, of which there are thousands in use. 
But taking the figures as they stand the appropriations 
for the fiscal year ending June 30, 1919, amount to only 
six and one-third cents for each ton of traffic carried il 
the calendar year 1916. 

- The appropriations in the 1918 rivers and harbor act are 
almost entirely for maintenance, no new works of il 
provement being authorized unless they are considered 
to be needed for purposes connected with the war. 

That failure to maintain our waterways and harbors 10 
condition for use would have been a very serious mistake 





Aus 


will 
496 
woul 
way 
have 
of c 
railt 
Fc 
gres 
our 
rem 
port: 
men 
step: 
whil 
done 
Fil 
000 
Miss 
way 
embc 
four 
equi] 
Edw: 
Paul 
St. L 


Aft 
Direc 
Wate 
of En 
and | 
S. Di 
York, 
memt 


Cor 
York 
Mr. 7] 
Jerse’ 
mana, 
200 o 
put ir 
fifty-o 
begin 
lower 
nectio 
been | 
on re 
nectin 

Fro 
Wilso1 
dredgi 
depth. 
the C 
and w: 

Mr. 
of the 
tracts 
tow b 
on the 
able ex 
coal fr 
and in 
Mr. T] 
former 
been a) 
and W: 
Years g 
Naviga’ 
Sissippi 
nown 
Manage 
The (¢ 

Canal ; 
restore 
who wi 
A cor 
for use 
be used 
ington, 
The | 
on all ¢. 
4 report 
relating 





-~ ~-~§ ZR — 


Troost *F¥ Oo tO se 


August 10, 1918 


will be evident when it is remembered that the 376,176,- 
496 tons of freight which were carried by water in 1916 
would fill 9,404,412 forty-two freight cars. If the water- 
ways had not been available, this vast tonnage must either 
have been moved by rail or not moved at all. This means, 
of course, that it would not have been moved at all, for the 
railroads were utterly swamped. 


For many years the National Rivers and Harbors Con- - 


gress has been urging the importance of waterways, and 
our arguments are now being strongly re-enforced by the 
remorseless logic of war. We have allowed water trans- 
portation to be almost entirely destroyed, but the Govern- 
ment is now convinced that it must be restored. Active 
steps are being taken in that direction, and it is worth 
while setting down some of the things that have been 
done or decided on. 

First, in point of time, the Shipping Board allotted $3,360,- 
000 for building boats and barges for use on the upper 
Mississippi River. Building the barges is already under 
way and is soon to start on the tow boats, which are to 
embody the results of the studies made during the past 
four years by a special board of Army Engineers. This 
equipment is to be leased to a company headed by Mr. 
Edward F. Goltra, of St. Louis. Coal will be carried to St. 


Paul and Minneapolis and iron ore on the down trip to. 


St. Louis. 


After the: Government took control] of the railroads, 
Director-General McAdoo appointed a Committee on Inland 
Waterways, consisting of Maj. Gen. Wm. M. Black, Chief 
of Engineers, chairman; Brig. Gen. Chas. Keller, secretary; 
and Messrs. G. A. Tomlinson, of Duluth, Minn.; 
S. Dickey, of Kansas City, Mo.; Calvin Tomkins, of New 
York, and M. J. Sanders, of New Orleans, as the other 
members. : 

Control of the splendid new barge canal system of New 
York State was next taken over by the Government and 
Mr. Tomlinson was made its manager. Later the New 
Jersey canals were also taken over and placed under his 
management. Some fifteen or twenty tow boats and nearly 
200 of the old style canal boats have been acquired and 
put into service and contracts have been let for building 
fifty-one steel and twenty concrete barges, deliveries to 
begin in August. Rates have been fixed about 25 per cent 
lower than rail rates and there will be joint rates in con- 
nection with rail lines and lake boats. Arrangements have 
been made to start a special fast freight service to run 
on regular schedules between Buffalo and Albany, con- 
necting with the Hudson River boats for New York City. 

From the emergency fund under his control, President 
Wilson apportioned $150,000, which is now being used in 
dredging the Illinois and Michigan Canal to its original 
depth. This will give a channel 6 feet deep connecting 
the Chicago Drainage Canal with the Hennepin Canal 
and with the Illinois River. 

Mr. M. J. Sanders has been appointed Federal Manager 
of the Mississippi and Warrior River Waterways. Con- 
tracts will be let as soon as possible for several powerful 
tow boats and a large number of steel barges for use 
on these waterways, but meantime all available and suit- 
able equipment will be secured and set to work carrying 
coal from the Alabama fields to Mobile and New Orleans 
and in general traffic between New Orleans and St. Louis. 
Mr. Theodore Brent, an experienced traffic man and a 
former member of the United States Shipping Board, has 
been appointed traffic manager of the combined Mississippi 
and Warrior Waterways, and Mr. A, R. Mackie, for some 
years general manager of the Kansas City, Missouri, River 
Navigation Company, has been made manager of the Mis- 
Sissippi River section. Mr. Henry T. Debardeleben, a well- 
known coal operator of Birmingham, Ala., has been made 
Manager of the Warrior River section. 

The Government has taken control of the Cape Cod Ship 
Canal and will at once do what dredging is needed to 
restore it to a depth of 25 feet throughout. The manager 
Who will operate it has not been appointed. 

A contract has been let for building a number of boats 
for use on the Chesapeake and Ohio Canal. These will 
—— in carrying coal from Cumberland, Md., to Wash- 

n. ‘ 

The Inland Waterways Committee, which made reports 
on all the waterways thus far named, has just completed 
a report on the canals along the Atlantic coast. Nothing 
relating to the report will be given out until it has been 
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passed upon by the Director General, but in view of the 
relief so urgently needed from the congestion of rail traffic 
in this territory, it is difficult to see how the report can be 
other than favorable to the operation of these waterways 
by the Government. 

The Census Bureau reports that the freight carried on 
the Mississippi River and its tributaries was 40,169,427 
tons in 1916, as compared to 27,856,641 tons in 1906, an 
increase of 12,312,786 tons, or 44.2 per cent. It is evident, 
therefore, that the pendulum had already begun to swing 
the other way, and now that Uncle Sam himself has taken 
hold and begun to push, the future of water transporta- 
tion in the United States looks brighter than it has for 
many years. ‘ 


COST OF PUBLIC IMPROVEMENTS 


The Trafic World Washington Bureau. 

In Circular No. 44, Director-General McAdoo said: 

Wherever street or road construction and other public 
improvements are contemplated by the authorities in any 
state, county, district or municipality, for which a por- 
tion of the cost in an amount exceeding five hundred dol- 
lars ($500.00) is to be charged against any railroad under 
federal control, the authorities are requested to take the 
matter up with the federal management of the road direct- 
ly interested and secure the concurrence of the Railroad 
Administration in advance. 

In the event this is not done the Director-General will 
reserve the right to decide whether or not he will partici- 
pate in the payment. 

It is not the attitude of the Director-General to oppose 
construction of this character which is meritorious and 
essential. The Director-General feels, however, that in 
the present stress as to the essential labor and material 
supply all work of this kind which can be postponed with- 
out injury should not be undertaken, and the railroad 
should not be expected to participate in the payment unless 
the expenditure is indispensable. 


RATES ON COTTON 


The Trafic World Washington Bureau. 
The Railroad Administration has under consideration 
a proposed change in the rates on cotton which would 
provide for the application of the present any 
quantity rates as basic carload rates on cotton loaded 
one hundred bales to the car, with certain percentages 
higher for cars loaded with fewer bales, L. C. L. rates 
to he 50 per cent higher than basic carload rates. Con- 
sideration is also being given to the cancellation of the 
present basis for concentration of cotton at the through 
rate from point of origin to destination and the making 
of a charge of seven and one-half cents for the concen- 
tration privilege. However, no definite decision has been 
reached and it is thought probable that the present any 
quantity ratings on cotton will be continued for the 
present season, 


ROUTING CARLOAD FREIGHT 


E. S. Stevens, general freight agent of the Chicago & 
Eastern Illinois Railroad, has sent the following to C. & 
E. I. agents: 


You are no doubt all of you familiar with the efforts 
which are being made to throw routing of carload freight 
into proper short-mileage and direct route channels. 

This means that all carload freight must move—all other 
things being equal—via the most direct lines and must 
be routed via junctions which will accomplish this result, 
unless shippers have good reasons for requiring other 
routing. 

Among such reasons are, of course, question of ser- 
vice, avoidance of blockades, transit and reconsignment 
privileges and terminal deliveries at destination. 

We must approach this proposition from two _ stand- 
points: 
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First, we must watch carefully our inbound carload busi- 
ness and where we receive inbound cars and the billing 
shows they .have traveled circuitous routes, you should 
report to your general agent or division freight officer all 
the facts in connection with such shipments, giving him 
point of origin, waybill reference, car number, contents, 
shipper and consignee. 

In billing outbound shipments all possible care should 
be given to sending same via short-mileage routes and, 
it will be proper, I think, to inquire of shipper if he has 
any essential need for specific routing or terminal delivery 
in so doing. 

Such cars on which routing is changed should be re- 
ported by you to your division freight officer on the weekly 
statements which he is asking you to compile. 

Please see if you cannot get all of your station forces 
interested in this subject, and I would suggest—at the 
larger stations, particularly-—-that you call your forces 
together and thoroughly discuss this subject with them. 


HEAVY LOADING OF CARS 


A circular from C. H. Markham, Regional Director, to 
lines in the Allegheny region, says: 

Your attention is attracted to the necessity of co-oper- 
ating with shippers to the end that cars are loaded to the 
maximum capacity, thereby securing 100 per cent efficiency 
in the use of equipment. 

As information on the subject, please note recapitula- 
tion of shipments made by one firm for five working days 
during the month of July. Cars included in this statement 
were loaded with cement in paper sacks: 

Total cars shipped, 47. 


Lbs. 
Combined maximum capacity all cars............. 3,646,000 
Combined weight of lading all cars.............. 3,635,780 
Pounds less than maximum capacity ............ 10,220 
Average capacity per car, plus 1.0 per cent...... 77,574 
Average weight lading per car ...............0.6.:. 77,357 


Per cent utilization based on maximum capacity 99.72% 

Please forward report as of August 15, showing action 
taken in this matter. 

It is also necessary that close supervision be given to 
L. C. L. shipments, and in your report as of August 15, 
please include the first five cars loaded on a particular day 
at each of the principal stations on the roads under your 
jurisdiction, showing the maximum capacity of each car 
and the weight of lading when forwarded. 


SAILING DAY COMMITTEES 


Hale Holden, regional] director, makes the following 
announcement to central western railroads: 


A Central Western Region Sailing Day Plan Com- 
mittee for handling merchandise has been named, as 
follows, with headquarters at Chicago: George Morton, 
Chairman, A. G. F, A., C. B. & Q. R. R., Chicago; F. H. 
Manter, A. G. F. A., A. T. & S. F. Ry., Chicago; George 
White, A. G. F. A. C. R. I. & P. Ry., Chicago; C. W. 
Axtell, A. G. F. A, Un. Pac. R. R., Omaha; W. W. 
Hale, E. C. S. A., So. Pac. R. R., Chicago. 

The Car Service Section will very shortly issue a 
formal announcement of the selection of this committee 
and that department will give general supervision with 
a view of co-ordinating the work of the committees as 
between the several regions. 


This Committee has full authority of the undersigned 
to call upon railroads for such information and reports 
concerning merchandise traffic as may be required, and 
all concerned should be instructed to co-operate fully 
with the Regional Committee to the end that the very 
best possible results may be obtained. 

It will be necessary to appoint sub-committees in the 
various jobbing centers, in addition to which it is desired 
that each railroad name one representative of its line 
with whom Mr. George Morton, as Chairman, may com- 
municate direct in securing the necessary data, and 
through whom the necessary instructions may be issued. 

C; E. Taylor, superintendent of terminals of the Santa 
Fa in Chicago, who has been appointed operating assistant 
to the terminal manager of the Chicago terminal district; 
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Fred Zimmerman, who has been appointed traffic assistant, 
and D. I. Forsyth, acting chairman of the Chicago comnit- 
tee, of the car service section, who has been appointed car 
service assistant, with Mr. Taylor as chairman, will con- 
stitute a committee to supervise the introduction of a 
“sailing day” plan in Chicago. — 

T. Q. Proctor, assistant general freight agent of the 
Chicago, Milwaukee & St. Paul, has been appointed chair. 
man of a committee to supervise operation of a “sailing 
day” plan in all terminals of the northwestern region ex- 
cept Chicago. 


FOREIGN GOVERNMENT CONSIGNEES 
To enable roads to distinguish export traffic on wheels 


arriving at ports, consigned to various governments, C. H, 
Markham, regional director, quotes a list showing the con- 


signees doing business account of Great Britain, France 


and Italy, as follows: 
Great Britain. 

New York, to British Ministry of Shipping. 

When destined to all other north Atlantic ports, to the 
British Ministry of Shipping, notify Furness, Withy & Co. 

Savannah and Brunswick, to the British Ministry of 

This information is furnished so that in compiling state- 
ment of cars of export freight at ports as of Friday each 
week, and cars held 15 days or more, the report as to 
the various consignees will be rendered correctly. 

Italian Government. 

New York, Italian Ministry of Shipping, notify A. Pa- 
lanca. 

Baltimore, Italian Ministry of Shipping, notify G. Schiaf- 
fino. 

Philadelphia, Italian Ministry of Shipping, notify An- 
soldo & Co. . 
Shipping, notify Strachan Shipping Company. 

Pensacola and Mobile, to the British Ministry of Ship- 
ping, notify Mobile Lines, Ind. . 

New Orleans and Galveston, to the British Ministry of 
Shipping, notify Texas Transport & Terminal Company. 

Port Arthur, Tex., to the British Ministry of Shipping, 
notify. Port Arthur Transatlantic Line. 

French government, consigned to Captain Johannett, 
clo G. W. Sheldon & Co. This consignment is used via 
such ports as French shipments are exported. 


SELLING GOODS AT AUCTION 


R. M. Richter, secretary of the Bedford Stone Club, has 
written the following letter to Luther Walter, of the Rail- 
road Administration, concerning the Director-General’s 
General Order No. 34: 


With reference to the above, which authorized carriers 
to sell at public auction without advertisement carload 
and less-than-carload non-perishable freight, we respect: 
fully submit that the consignor should have sufficient no- 
tice in each case to arrange to protect himself. As the 
order now stands, the consignee is the only party who 
would be notified. 

Consignee may purposely refuse to pay any attention to 
any notice of arrival or availability of the goods shipped 
him. Consignor’s interest in a shipment continues until 
consignee has accepted same and paid for the freight 
charges. 

A railroad disposing of a shipment at auction would 
have no interest in securing a price beyond that necessary 
to protect the freight charges and incidental expenses. 
consignor might, therefore, under these conditions, be 
made to suffer heavy damage, whereas if he had reasol 
able notice of the proposed action he could protect him 
self. 

There is the further argument that in many cases, with 
out question, it would be difficult for the auctioning car 
rier to secure a sufficient price to cover the freight charges, 
ete., whereas if the consignor has the opportunity to act 
in self-defense, he would in the greatest majority, if not 






August 


all, cas 
care of 
worth | 

Isn't 
ing wil 
are V@CI 


FO! 


Conr: 
Admini 
the tra 
by the 
within 
of the 
lished | 
purpos¢ 
there 0 
tion of 
the Fos 
trade u 




















Trade 







45, 
45, 















60, 
60, 


60, 


60, 
60,( 









Floor sp 

pacity, 
on € 
60,¢ 







60,¢ 






60,¢ 







60, 
Car Ca 
Tank ¢ 
paci 


60,¢ 

60,6 

22,0 

from Ap 
Sept. 
24,0 
remainds 
yea 

24.0 

from Ap 
Sept. 
26.0 
Tremaind 
yea 


30,0 




















30,0 












he 


th- 
ar: 
es, 
act 
10t 


August 10, 1918 THE TRAFFIC WORLD 


all, cases see to it that a sufficient sum is paid to take 
care Of carrier’s charges. The goods certainly should be 
worth more to him than the freight. 

Isn’t it possible to have Order No. 34 modified in keep- 
ing with the above suggestions, which, in our judgment, 
are very matter of fact and businesslike? 


FOOD STUFF MINIMUM WEIGHTS 


Conrad E. Spens, Manager of Inland Traffic, U. S. Food 
Administration, furnishes the appended statement showing 
the trade units—actual minimum car loadings—prescribed 
by the Food Administration covering foodstuffs that come 
within its jurisdiction. The statement gives a comparison 
of the Food Administration’s trade units with those pub- 
lished by the three railroad classification committees. The 
purpose of the trade units is to increase car efficiency that 
ihere may be a better supply of cars for the transporta- 
tion of foodstuffs and other commodities. All licensees of 
the Food Administration are obliged to load cars to the 
trade units specified: 


; Offi- South- West- 
Trade Unit Commodity cial. ern, ern, 
60,000 Canned peas, meats, toma- 
toes, beans, corn, 
mon 36,000 36,00Q 
Canned sardines 36,000 36,000 
Evaporated milk and con- 
densed milk 36,000 36,000 
Exception: Milk in bar- 
rels may be loaded to 
floor space capacity, 
barrels on end. 
Powdered milk 30,000 30,000 30,000 
In glass or earthenware 
packed in barrels or 
boxes. 
Powdered milk 36,000 36,000 36,000 
In fiber or metal cans, in 
barrels, boxes, or 
crates or in bulk in 
barrels. 
Dried beans and peas....36,000 36,000 36,000 
60,000 Dried apples, peaches, 
prunes and raisins 30,0 30,000 30,000 
60,000 Flour (wheat, barley, corn, 
rye and rice) ccc 2500 
60,000 Green Coffee «eeee 30,000 
60,000 Syrup (corn, glucose, sugar, 
molasses), except in bar- 
rels or in tank cars....36,000 36,000 36,000 
Floor space ca-~ , 
pacity, barrels Syrup (corn, glucose, sugar, 
on end. molasses) in barrels....36,000 36,000 36,000 
60,000 Corn meal, corn grits, 
hominy, oatmeal, rolled 
oats 40,000 
60,000 Corn starch 40,000 40,000 
Exception: Starch in 
barrels shall be loaded 
to capacity in tiers on 
end. 
60,000 Cottonseed meal, cotton- 
seed cake, peanut meal, 
peanut cake é 40,000 40,000 
60,000 | Linseed meal, linseed cake40,000 40,000 40,000 
Car Capacity. Cottonseed 30,000 30,000 30,000 
Tank car ca- Cottonseed oil in tanks..Tank Tank Tank 
pacity. : f capcty capcty capcty 
Cottonseed oil in barrels.30,000 30,000 30,000 
60,000 Rice 40,000 
60,000 Sugar 40,000 40,000 
22,00 Fresh meat 
PR, no 21,000 21,000 21,000 
Sept. 30. 
24,000 
remainder of 
year. 
24,000 Fresh meat mixed with 
from April 1 to cured beef, cured pork, 
gy. — mutton, lard or 
Of ar bsti 
Fr i d substitutes 21,000 
year. 
30,000 Cured beef, cured pork, 
cured mutton, lard and 
lard Se straight ~ 
or mixe 30,0 30,0 : 
30,000 Frozen beef - — 
Note—The four’ foregoing 
trade units do not apply 
to a car that is partly 
unloaded at various 
points enroute (a_ so- 
called ‘‘peddler’’ car) un- 
less the distribution of 
the contents of such car 
is handled through a 
branch house of the li- 
censee or reshipment is 


to be made 
branch house. 
Butter 20,000 20,000 20,000 
Eggs and dressed poultry.20,000 20,000 20,000 
from June 1 to 
Sept. 15: 
24,000 
remainder of 
year. 
20,000 Mixed carloads of butter, 
from June 1 to C#B8 and POUMNTY.... 0.000 ceves 
Sept. 15. 
24,000 
remainder of 
year. 
30,000 
60,000 Feeding stuffs 
Exception: If a car 
not hold 60,000 Ibs. 
shall be loaded to its full 
visible capacity. In load- 
ing molasses feeds in 
warm weather an air 
space not to exceed 3 ft. 
from top row of sacks to 
roof of car at lowest 
point may be allowed to 
insure against heating of 
feed. 
Car capacity. Wheat, corn, oats, 
barley 


7 boxes wide, Oranzes and lemons, 
2 boxes _ high, straight or mixed car- 
boxes on end. loads, in ventilator or 
Full length of refrigerator cars, from 
car. California and Arizona.24,000 ..... 24,000 
Exception: Lemons ship- 
ped in collapsible tank 
cars with bunkers open 
may be loaded 6 boxes 
wide instead of 7 boxes 
wide. 
360 boxes. Oranges, lemons, limes, 
and grape fruit, straight 
or mixed carloads, in 
ventilator or refriger- 
ator cars, from Florida.24,000 24,000 24,000 
Averaging 25 Watermelons 24,000 24,000 24,000 
Ibs. or less, 5 
tiers high; av- 
eraging more 
than 25 Ibs., 4 
tiers high. 
To be loaded as All perishable foodstuffs 
heavily as will (fresh and frozen fish, 
permit trans- fresh fruits and veg- 
portation with- etables) not specifically 
out damage to provided for above. 
commodity 
shipped. 


LIVE STOCK CLAIMS 


C. M. Fish, traffic manager of the Texas Mexican Railway 


Company, has issued, under date of August 1, the follow- 
ing circular to stockmen: 

Everyone is more or less interested in and affected by 
the high cost of living. 

You, as producers and shippers of an important food, 
are interested in securing your just share of the increased 
prices paid for your product by the consumers of the coun- 
try. 

You pay the freight on your product, selling it to the 
packers on a delivered basis, therefore, high freight rates 
are a vital factor in determining your net proceeds. There 
has been two increases in rates on live stock within the 
past few months. Under present conditions these in- 
creases are necessary. 

The Interstate Commerce Commission in allowing in- 
creased rates in the Shreveport-Texas Cattle Case, de- 
cided January 22, 1918, resulting in increased rates effective 
May 1, 1918, said in part at page 288: 

“In our report of July 27, 1916, we commented upon the 
high percentage relation of loss and damage claims to 
freight earning on live stock. The evidence in this pro- 
ceeding is to the same effect. Such claims include loss 
of markets, and shrinkage. It appears that the percentage 
is higher on state than on interstate movement, and the 
payments heavier on cattle than on other live stock. The 
amount varies to some extent with the condition of the 
animals. Some are so weak when shipped as to make loss 
in transit almost inevitable, and one of the largest roads 
has such photographed in self-protection. Beef cattle are 
stronger than stock cattle and less susceptible to injury, 
but lose weight’more rapidly. Many of the largest shippers 
rarely, if ever, file claims, ‘and the Cattle Raisers’ Associa- 





.of stock shipped. 
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tion is urging its members to refrain, but, even so, the 
earnings on this class of traffic are materially offset by 
payments for loss and damage.” 

This statement by the Interstate Commerce Commis- 
sion is confirmed by one of our own shippers if remarks 
attributed to him have been correctly reported to me. I 
have been told that one of the shippers served by the 
Texas Mexican made the boast he never paid any freight 
charges. He got it all back by filing claims for damage. 

In order to accurately determine whether or not the 
conclusion reached by the Interstate Commerce Commission 
was correct as applied to shipments originating with the 
Texas Mexican, I have carefully checked every shipment 
originated by it in the year 1917. I regret that the result 
of this check clearly shows that the findings of the Com- 
mission were correct as applied to the Texas Mexican; 
also that at least one of our shippers was not paying any 
freight charges, in fact, his claims amount to 160 per cent 
of the freight charges paid. Somebody is paying that 
shipper’s freight and the profit he is making on his ship- 
ments. Is it you? 

You will find on the following pages a correct statement 
of our 1917 shipments. We are giving no names, but if 
you will check up your accounts for last year you can de- 
termine where you stand. The total amount for which 
claims were filed is 20.7 per cent of the total freight 
charges. Of course, rates have to be raised a sufficient 
amount to offset these claim payments. 

This statement is particularly interesting in that it shows 
that some of our heaviest shippers rarely, if ever, file 
claims, and in the majority of cases where claims are 
filed by large shippers the claims are reasonable. Do the 
shippers who file no claims or file claims representing 
only their actual loss realize that they are paying the 
claims of shippers who _filé exorbitant claims? What is 
the reason for the wide discrepancy between shipper num- 
ber 8, who made twenty different shipments consisting of 
78 cars, without filing a claim, and shipper number 31, 
who made sixteen shipments consisting of 78 cars and 
filed 11 claims? Why is it that we very often handle a 
train consisting of live stock owned by three or four 
shippers—one shipper will file a claim, the others will not. 
The shipments were all given identically the same han- 
ling. 

In many instances the difference is caused by the class 
You know that some of the cattle 
shipped from Texas Mexican points could not make the 
five hundred mile trip to Ft. Worth in a Pullman car with 
a trained nurse. Surely a shipper of that class of stock 


‘ should not expect the carriers to pay for the animals that 


die for no other reason than that they are too weak to 
make the trip. 

For instance: Yesterday I received a claim filed for loss 
of 21 head from a two-car shipment. Our records show 
that cattle traveled ninety miles to the station, and 4c- 
cording to our agent’s report were in a dying condition on 
arrival. He remonstrated with shipper, asking him not to 
ship. Shipper stated that he had no place to put the cat- 
tle, and that he had to ship them. Six head were dead 
when shipment had traveled only sixty miles; cattle were 
getting down in the cars before the train left shipping 
point. Now that shipper is asking us to pay him $800 
for the cattle lost. Is that fair? Would you file a claim 
on cattle in the condition of this shipment? 

We ask our shippers to give earnest consideration to 
this claim question. We know that from the nature of 
live stock, claims cannot be avoided, but we do ask your 
co-operation in combating unfair claims. We promise co- 
operation in prompt adjustment of just claims. 

Our effort is to give you the best service possible. Sug- 
gestions as. to how this service can be improved will be 
appreciated. 

Can we expect your co-operation? 


Per cent 
No. of of frt. 
. ship- No. of Total No. of charges 
Shipper ments cars freight Amount claims _re- 
No. made. shipped. charges. claimed. filed. claimed. 
1 5 19 $961.50 $163.50 L 18 
2 3 8 387.80 69.15 1 17 
3 10 13 652.25 28.60 1 4 
4 10 14 700.75 93.01 1 13 
5 9 27 1328.10 122.40 1 9 
6 9 16 946.40 311.34 2 33 
7 12 22 967.20 67.50 1 7 
8 10 59 3312.10 None aa és 
9 23 40 2072.96 82.15 2 4 








WORLD Vol. XXII, No. 6 
10 7 16 904.40 176.38 2 19 
11 4 « 234.80 137.67 2 58 
12 2 2 111.10 79.56 1 69 
13 3 9 269.85 None Bt 
14 « 185.35 105.00 1 56 
15 4 27 2216.24 None oa 
16 20 78 3771.13 None <a 
17 12 40 1504.10 183.00 2 12 
18 3 11 635.40 None me 
19 7 15 1277.85 79.10 1 6 
20 3 15 718.86 None “ 
21 14 39 2404.56 660.83 6 27 
22 5 10 617.00 162.77 2 26 
23 3 5 308.00 None a 
24 5 17 882.64 None 
25 3 24 1348.00 156.25 2 11 
26 7 41 1253.50 None = és 
27 3 4 246.40 None an eS 
28 5 5 239.20 41.91 1 13 
29 2 8 605.00 142.10 1 23 
30 3 13 712.80 59.9) 3 50 
31 16 78 4671.93 1319.36 11 29 
32 12 20 878.60 224.13 2 25 
33 5 7 369.20 222.77 2 60 
34 2 3 250.11 73.62 1 29 
35 3 11 886.86 1424.44 1 160 
36 9 31 1318.34 14.8 1 1 
37 10 38 2191.33 46.50 1 2 
38 2 11 512.90 188.50 1 36 
39 4 19 1787.30 260.22 2 14 
40 4 9 326.50 85.00 1 26 
41 4 36 1189.88 345.85 1 29 
42 6 N 1129.00 100.00 1 8 
43 5 8 373.16 80.14 1 21 
44 8 18 847.66 140.61 1 16 
45 9 43 2745.04 75.42 1 2 
46 7 9 669.09 30.99 1 4 
47 18 57 2895.70 109.60 2 4 
48 3 17 1035.10 111.30 1 17 
49 6 15 796.90 27.9 1 3 
50 10 40 2902.80 549.08 2 19 
51 4 246.40 40.00 1 16 
52 2 25 695.00 None aa 4 
53 8 67 4016.60 1484.54 3 36 
54 7 63 4006.10 877.50 1 21 
55 5 20 1176.60 34.07 1 3 
56 5 8 496.35 27.75 1 6 
57 4 18 1439.40 1001.57 1 70 
58 4 58 4129.85 680.77 3 16 
59 9 14 803.76 264.28 2 33 
60 7 37 4227.75 3235.58 2 76 
61 8 50 2723.42 50.00 z 2 
62 4 23 1244.39 None ae re 
63 9 39 2301.62 None 
64 9 21 878.10 None 
65 2 3 145.00 None 
66 4 36 2132.21 None ve ke 
67 2 26 1753.60 885.77 pS 50 
68 3 76 2370.00 None a i 
69 3 19 1153.60 427.33 2 37 
70 4 338.51 None we oa 
*71 200 590 26989,27 7830.85 33 29 
Total 657 2282 122732.17 25493.36 121 20.7 





Average amount claimed per car shipped, $11.17. 
*71—This includes practically all shippers making only one or 
two shipments and is grouped to save space. 


RAILROAD COURTESY 


That the traffic department of at least one railroad 
appreciates the danger, under government operation, of 
a falling off in courtesy and desire to serve that has 
been pointed out recently by regional directors in 4a 
series of circulars, and had taken steps to meet it before 
those circulars were issued, would seem to be indicated 
by the following, issued under date of August 1, by W. E. 
Chambers, general freight agent of the Louisville, Hen- 
derson & St. Louis Railway: 


An old familiar subject, but how you do like it when 
the other fellow treats you courteously! It is but human 
to “warm up” to the fellow who treats you courteously 
and considerately. Now most people are naturally 
courteous, although some are more thoughtful and con 
siderate than others. 

Even well qualified railway employes may be prompted 
to feel that courtesy will count for nothing now that 
there is no competition between carriers under Govern 
ment control. But no thoughtful person can fail t0 
appreciate that one of the fine points the United States 
Railroad Administration will insist upon is courtesy 0 
the part of employes. 

The importance of courtesy is ‘stressed by the fact 
that the discourteous person in business life is soo? 
relegated to the rear and away from contact with the 
public. Courtesy, which is but the expression of kindl! 


thoughts, can be so developed that it becomes a pat! 
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of one’s nature, and just so far as you become proficient 
in courtesy, do you widen your influence, increase your 
yalue aS a railway employe, and help the Government 
jn its efforts to give the public the service that the 
people desire. 

It is worth while to “keep sweet!” This spirit of 
service should be implanted in the minds of everyone 
of us Who comes in contact with the public, either through 
the office door or by telephone. Many little ripples can 
be forestalled by courtesy over the phone. 

“The tone of your voice on the telephone may make 
either a friend or an enemy for us and for you. If you 
were talking to a patron face to face, and you let a note 
of impatience creep into your voice, he might overlook 
it because of the friendlier aspect of your face. But over 
the telephone, let the slightest suspicion of indifference or 
impatience creep into your tone and our interests will 
surely suffer. Politeness in a telephone conversation 
pays.” 


- [am sure you will appreciate the following suggestions 


about a courteous and efficient use of the telephone: 

Answer every telephone call promptly. Cultivate an 
easy, conversational style of talking; distinct and a little 
deliberate—it is an asset. 

Using this office, for example, we should answer all calls 
fom the outside by saying immediately ‘“‘Henderson Route, 
General Freight Office.” Therefore,-when the calling party 
hears you he knows he is in communication with the Gen- 
eral Freight Office. If you are the person wanted or when 
the call is switched to your line, you should then identify 
yourself in this manner: “Mr. (Mayes) speaking.” 

It is an excellent rule to establish the identity of the 
person talking as early in the conversation as convenient. 
A patron frequently explains some case upon which we 
are required to take action, and hangs up his receiver with- 
out telling who and where he is. This is the same as an 
wgent letter from him without signature or address. 
Again, through some error he might be cut off before the 
conversation is finished. We would then be at a loss to 
attend his wants. 

When a patron asks for any information which cannot 
be obtained immediately, in order not to keep him wait- 
ing and also to avoid tying up our own telephone equip- 
nent, tell him you will call him as soon as you have 
obtained the information. Be sure to call him again at 
the time promised, either to give the desired information 
or to explain why further delay is necessary. 

Where business involving figures and facts is transmitted 
oer the telephone, such as explanation of rates, it is 
aways advisable to jot down the particulars and send a 
letter that day, confirming the details. Points of that 
tort are sometimes misunderstood or slip out of memory. 
A letter, clinches them and shows our interest in our 
patrons. 


EXPORT LICENSES 


The Traffic World Washington Bureau. 
The War Trade Board announces that the list of com- 
lodities which will be considered for exportation to 
Euwopean Holland and Denmark proper has been revised 
aid applications for licenses to export the commodities as 
low listed will now receive consideration. Previous an- 
huncements with respect to such commodities (W. T. B. 
R50, Feb. 20, 1918; W. T. B. R. 96, April 20, 1918; 
W.T. B. R. 118, May 22, 1918; W. T. B. R. 146, June 20, 
1918) are withdrawn. 


The War Trade Board announces the following revised 

Mocedure for licensing shipments for exportation to or 
trough the United Kingdom, France, Italy and Belgium, 
fective Aug. 12, 1918: 


1) "The War Trade Board, after consultation with the 
United States Food Administration, the United States War 
ldustries.Board and the war missions of the respective 
‘Uropea n allied governments, announce the adoption of a 
‘mplified procedure, effective August 12, 1918, for the is- 
Slance of export licenses for shipments which are— 

(a) Destined to the United Kingdom, France, Italy or 
‘lgium (excluding their colonies, possessions and pro- 
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tectorates), either directly or by way of any other country 
or colony; or 

(bd) Destined to any country or colony by way of the 
United Kingdom, France, Italy or Belgium, excepting ship- 
ments destined to Switzerland by way of France or Italy. 

(2) The purposes of the new procedure are to save 
ship tonnage and to prevent the useless consumption of 
material and. labor by preventing the manufacture of ar- 
ticles which may not be exported or which the government 
of the country of destination does not wish to have im- 
ported. 

(3) War Trade Board Ruling 104, dated May 13, 1918, 
describing the old procedure, will be rescinded and super- 
seded by this new procedure on August 12, 1918. Applica- 
tions filed prior to that date in accordance with the old 
procedure will be accepted for consideration. 

(4) Applications for licenses filed on and after August 
12, 1918, to export any commodity to the destinations and 
in the manner mentioned above in paragraphs (a) and 
(b), will be refused if the applicant, subsequently to ‘Au- 
gust 12, 1918, and prior to the issuance of the license 
applied for, shall purchase or otherwise acquire or com- 
mence to manufacture or produce or fit the articles spe- 
cified in the application for the fulfillment of a specific 
export order. 

(5) On and after August 12, 1918, applications for li- 
censes to export any commodity to the destinations and in 
the manner mentioned above in paragraphs (a) and (b) 
must include one of each of the following papers, properly 
executed: 

(a) An application on Form X, to which should be 
attached 

(b) Such Supplemental Information Sheets as may be 


required by the rules and regulations,of the War Trade 
Board to be used in connection with shipments of certain 
commodities or shipments to certain countries (as Form 
X-1, X-2, etc.); 

A new Supplemental Information Sheet, Form 


, (ec) 
X-115. 

(6) In Form X-115 the applicant is required to give 
certain information and make certain agreements in con- 
formity with the purposes above mentioned. Applicants 
must also show thereon that permission to import or pur- 
chase (if required) has been duly granted by the govern- 
ment of the allied country to or through which the ship- 
ment is to be made. Applications for licenses to export to 
France must have attached thereto a copy of the French 
government “attestation.” 

(7) Applications filed with X-115 attached should be 
mailed directly to the War Trade Board, Washington, D. C. 
They will then be referred by the War Trade Board to the 
war mission of the allied country to or through which the 
shipment is to be made, and to the United States War In- 
dustries Board or to the United States Food Administra- 
tion, if necessary, and these applications will be considered 
by the War Trade Board in accordance with its rules and 
regulations. This will relieve applicants for export li- 
censes from the necessity of applying to the war missions, 
to the War Industries Board, or to the Food Administra- 
tion, as required by War Trade Board Ruling No. 104. 

(8) Export licenses issued under this procedure will be 
valid for ninety days. In unusual cases the War Trade 
Board will grant licenses for longer periods if from the 
nature of the business a- real necessity is shown to exist 
for the issuance of such licenses. 

(9) Reapplications for licenses to take the place of 
expiring or expired licenses, issued either under the re- 
vised procedure. above described or under the procedure 
announced in War Trade Board Ruling 104, dated May 13, 
1918, should include the papers mentioned in paragraph 
(5) above as necessary for an original application, with the 
exception that Form X-115 should be omitted and Form 
X-8 (as revised on August 1, 1918) should be added. 

(10) It is the policy of the War Trade Board to dis- 
courage and prevent exporters purchasing, ‘manufacturing 
or producing articles for the fulfillment of specific export 
orders until an appropriate export license has been issued. 
The attention of the War Trade Board has been directed to 
a number of instances in which manufacturers before ob- 
taining export licenses have made articles for specific ex- 
port orders which were useless for domestic consumption, 
but which under the regulations of the War Trade Board 
conld not be exported. It is essential for the proper con- 
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servation of commodities in the United States that this 
practice be stopped, and it is the purpose of the War Trade 
Board to refuse licenses to exporters who violate this 
policy. 

(3) Prospective importers in European Holland should 
obtain from the Netherlands Overseas Trust Company an 
import certificate. Upon receipt of the certificate, the im- 
porter should notify the prospective exporter that such 
a certificate has been obtained and advise him of the serial 
number thereof. The exporter should thereupon apply to 
the War Trade Board, Bureau of Exports, Washington, 
D. C., for an export license, using Application Form X and 
such supplemental information sheets concerning the com- 
modity as are required, and, in addition, furnish on Sup- 
plemental Sheet X-102 the gross weight of the proposed 
shipment and the serial number of the import certificate 
of the Netherlands Overseas Trust Company. 

All shipments to European Holland, except those con- 
signed to the Government of the Netherlands, must be 
consigned directly to and only to the Netherlands Over- 
seas Trust Company (W. T. B. R. 77, March 15, 1918). 

(4) In the case of proposed shipments to Denmark, the 
prospective importer abroad first should obtain an import 
certificate from the Merchants’ Guild of Copenhagen or 
the Danish Chamber of Manufacturers. When this cer- 
tificate is received, the prospective importer should advise 
the exporter in the United States of the serial number. 
Application for export licenses should be made on Appli- 
cation Form X, and the applicant should attach thereto 
the appropriate supplemental information sheets, and also 


Supplemental Information Sheet X-105, upon which should : 


be noted the Merchants’ Guild of Copenhagen or the Danish 
Chamber of Manufacturers’ import certificate serial num- 
ber. Such shipments need not be consigned to the Mer- 
chants’ Guild of Copenhagen or the Danish Chamber of 
Manufacturers, but may be consigned to an individual. 

(5) Licenses will be valid only for shipment on ves- 
sels flying the flag of the country to which commodities 
are destined. 


SCOTT APPOINTED TREASURER 


Director-General McAdoo has appointed L. G. Scott act- 
ing treasurer of the Railroad Administration vice A. D. 
McDonald, vice-president and comptroller of the Southern 
Pacific Company, acting treasurer, resigned. 


CARS REFUSED BY CONNECTIONS. 


Car Service Section circular CS-21, addressed to all 
railroads, reads as follows: “Please prepare and forward 
promptly a complete statement of cars now held on your 
lines refused by connections on account of embargoes, giv- 
ing the following information: Car number and initial, 
commodity, name of shipper, point of origin, name of con- 
signee, destination, indorsement, if any, on waybill, indi- 
cating authority for acceptance. On receipt of this in- 
formation, it is the intention to handle with a view to 
authorizing the acceptance of such cars as may properly 
be forwarded to destination at this time.” 


BILLS FOR ICING AND SALT 


The following has been sent out by C. A. Prouty, Director 
of Public Service and Accounting: 


Some question has arisen as to how bills should be rendered 
as to icing and salt furnished. General Order No. 25 has noth- 
ing to do with presentation of bills. Such bills may be pre- 
sented on monthly basis as heretofore but payment should be 
made in accordance with General Order 25 as interpreted by 
Circulars 9 and 16. 


PASSENGER SERVICE CREDIT 
Hale Holden, Regional Director, writes to central west- 


ern railroads as follows: 


I am informed that under Director General’s Order No. 25, 
dated May 20, 1918 (which placed the collection of transporta- 
tion charges on a cash basis) some of the lines are extending 
credit for passenger, service. This should not be done. Please 
see that all concerned are instructed accordingly. 
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Legal. Department 


In this department a legal expert answers simple | mr ney relating 
to the law of interstate transportation of freight. eaders desiring 
special service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 


Address Legal Department, The Traffic ete Bureau, 
Colorado Building, Washington, D. C 
















Special Damages Shipment Automobiles. 

Michigan.—Question: We forwarded in interstate move. 
ment on a shipper’s order bill of lading one carload of 
automobiles which arrived at destination and was refused 
account machines damaged. The freight claim agent of 
the delivering line wired us stating that they disclaimed 
liability account automobiles intact in blocking. We were 
obliged to send a representative to effect delivery, who 
found that autos had been delivered to the consignee upon 
surrender of the original bill of lading and that after 
consignee had unloaded and found automobiles damaged 
that he reloaded, and that freight agent of the delivering 
line returned to consignee the original order bill of lading, 
consignee returned lading to bank and secured refund 
of amount paid on draft. 

We maintain that because the delivering line reported 
this car to us undelivered and also disclaimed liability, 
that they did not state true facts—that they are liable 
for our representative’s expenses as well as cost of re 
pairing. 

Will you kindly state if in your opinion carriers are 
liable for reasonable expenses, such as shipper might be 
put to in order to effect disposition and protect his own 
interests, and, too, measure of damages against carrier 
who misstates true facts knowingly and asks for disposi- 
tion on property which has lawfully been delivered? 

Answer: A carrier is not ordinarily liable for the ex 
pense of discovering whether goods have been injured, or 
the expenses of shipper’s agents in going to the place of 
delivery to investigate as to the goods which have been 
rejected. Western Manufacturing Co. vs. Guiding Star, 37 
Fed. 641. Such expenses are in the nature of special 
damages, and in order to render a carrier liable for special 
damages resulting from a loss of or injury to goods, 
notice of the conditions from which they would result 
should be given the carrier at the time the contract of 
carriage is made; or if they are so uncertain and remote 
as not to permit of such notice prior to the shipment, 
they would be for that reason so speculative as not to be 
recoverable. ad 

In the present uniform bill of lading is a provision stip 
ulating the amount of damages for which a carrier shall 
be liable if the goods are lost or injured through the 
carrier’s fault or negligence. This provision is to the 
effect that the amount of any loss or damage for which 
the carrier is liable shall be computed on the basis of 
the value of the property at the place and time of ship 
ment, which value shall be evidenced by the invoice price 
if fairly representative of the actual value. ‘So that, in 
the shipment in question, if, by an actual sale and receipt 
of the price of the automobiles, you realized the full 
amount of the price contracted for by the purchaser, you 
could not recover of a carrier anything beyond nominal 
damages. 





















































Carrier’s Liability for Freezing. 
Canada.—Question: In January, 1918, we shipped from 
our warehouse in Chicago to Bloomington, Ill., four boxes 
of shoe polish. This shoe polish is of a perishable nature, 
being susceptiible to damage by frost. Our bill 0! lading 
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pore thé notation “Perishable goods. Ship in refrigerator 
car,’ but they reached their destination in a badly frozen 
condition and were worthless. 

We filed a claim against the railroad for the value of 
the frozen shipment, which has recently been declined. 
The railroad disclaims liability on account of freight and 
weather conditions at the time of shipment, they claiming 
that delays were due to giving government freight pref- 
erence, and also, on account of the blizzards at that time, 
no railroad in the world could guarantee safe delivery 
of perishable goods; in other words, they are taking the 
stand that the damage was due to an “act of God.” 


We had a number of other shipments frozen in transit 
about that time over other lines of railroads, for which 
we filed claims and received settlement of our claims 
without question. What we desire you to tell us is, if, in 
your opinion, the stand taken by the railroad warranted 
under the circumstances. 


Answer: We are not in possession of sufficient facts 
regarding the circumstances under which the shipment in 
question moved to enable us to definitely and correctly 
advise you whether “the stand taken by the railroad is 
warranted” or not. We can answer your question only 
ina general way, and this we undertake to do as follows: 

A carrier is ordinarily responsible as an insurer for the 
safety of the goods intrusted to it for transportation and 
is liable for loss or damage thereto, unless caused by 
the act of God, or the public enemy, the fault of the 
shipper, or inherent infirmities of the goods. An act of 
God which will excuse a carrier for injury is such an 
wavoidable or inevitable accident as cannot be prevented 
by human care, skill or foresight, and results from a 
direct and violent act of nature, such as lightning, storms, 
foods, fires, etc. Where goods are frozen while in transit, 
the carrier cannot, except under very exceptional circum- 
stances, escape liability on the ground that the damage 
was caused by an act of God. The carrier is not respon- 
sible, however, if it has been guilty of no previous neg- 
lgence, by which such damage occurred; that is, while 
acarrier is required by law and by the act to regulate 
commerce to furnish cars adapted to the necessities of 
protecting goods while in transit, and in the selection. of 
the same, must guard against the exigencies of such 
Weather as may be reasonably expected at the particular 
season of the year and latitude through which it passes, 
yet this is condition to the traffic being large and perma- 
lent enough to require special equipment. For instance, 
ifa carrier does not usually transport L. C. L. shipments 
in refrigerator cars, or has not sufficient equipment to 
handle such shipments, the mere acceptance by it of per- 
ishable goods billed as such goods requiring such service 
does not impose upon the carrier the obligation to furnish 
sich equipment. In addition, many carriers now publish 
in their tariffs the conditions under which they accept 
and transport perishable goods, which have received the 
approval of the Interstate Commerce Commission. Pos- 
‘bly your shipment moved under a tariff regulation gov- 
‘ming refrigeration. See our answer to “Minnesota,” pub- 
lished on page 1224 of the Dec. 8, 1917, issue of The 
Traffic World. 

F. O. B. Shipments. 


Ohio.—_ Question: The question has been asked of me 
4% to the responsibility between manufacturer and cus- 
‘omer as to goods which are sold on basis of different 
deliveries, namely, f. o. b. shipping point, delivered price 
aid f. o. b. shipping point with freight allowed. F. o. b. 
‘hippine point; of course, is understood by all to mean 
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that the ownership and responsibility for goods is diverted 
from the manufacturer to the customer when car is loaded 
and bill of lading signed. On delivered price it is, of 
course, understood that the ownership of the goods and 
responsibility for freight charges lies with the manufac- 
turer until delivery is made. 

The question arises in the case of responsibility on 
goods purchased f. o. b. shipping point with freight al- 
lowed, and I will appreciate it if you will give me the 
benefit of your views, as to responsibility existing as be- 
tween the manufacturer and the customer on goods sold 
in this manner. Also please say if in your legal estima- 
tion the term f. o. b. with freight allowed is sufficient, or 
is the term f. o. b. shipping point with an allowance for 
freight to destination a better one. 


In asking these questions I am doing so with a view 
of protecting contract which may be drawn up and at 
this time am not citing a specific case, therefore my ques- 
tions are more or less hypothetical and are made with a 
view of protection against a future possibility. 


Answer: Initial letters “F. O. B.” in the contract of 
sale, imply that the buyer should be free from all expenses 
and risks attending the delivery of the property at the 
point named in the contract. That is, in an “F. O. B. 
Shipping Point” stipulation, the title and risk remain in 
the cellar up to the time when the property is accepted 
by the initial carrier for transportation, and thereafter 
the title and risk and cost of transportation are assumed 
by the purchaser or consignee. The additional term 
“Freight Allowed to Destination” has no bearing on the 
ownership of the goods; it merely means that the con- 
signor or consignee has agreed to place the cost of trans- 
portation upon the former. ~ 


Notice of Loss or Injury. 


Indiana.—Question: Will you kindly advise us the cor- 
rect interpretation of the third paragraph of section 3 of 
uniform bill of lading contract? 

This paragraph states that except in cases where ship- 
ment is damaged in transit by carelessness or negligence 
on the part of the carrier, claims must be made in writing 
within six months after delivery of the property. This 
seems to be an exception to the application of the six 
months’ limitation, and; apparently, claims filed more than 
six months after delivery of shipments which are dam- 
aged in transit through carelessness or negligence of the 
carrier, are valid claims. In practice, however, this clause 
in the “bill of lading contract” apparently means nothing, 
as claims of this nature are ‘teclined by carriers. 

I know this point has been touched on in these columns 
a number of times and will appreciate your advising us 
just what our rights are under the present bill of lading 
contract. 

Answer: This subject has been fully reviewed in our 
answer to “Illinois,” published on page 101 of the July 13, 
1918, issue of The Traffic World. Also see a recent state 
court decision thereon entitled J. Van Lindley Nursery Co. 
vs. Southern Ry. Co. (Supreme Court of South Carolina), 
96 S. E. Rep., page 221. 

Delay in Furnishing Cars. 
illinois.—Question: A request for equipment to load 
was made of a carrier prior to June 25, which was not 
furnished until July 2, thereby causing the advance rate 
to be applied on the shipment. Has shipper any recourse 
to recover difference between the old and the new freight 
rate? 


Answer: Section 1 of the act provided in part that it 
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shall be the duty of every carrier to furnish cars upon 
reasonable request therefor. Ordinarily to require a ship- 
per to wait from June 25 to July 2 for an equipment that 
is not unusual in size and that might be reasonably an- 
ticipated by the carrier as required by the shipper, may 
be considered as insufficient compliance with the require- 
ments of the act. In the case of Noble vs. B. & O. R. R., 
22 I. C. C., 438, the Commission held that a period of six 
days was ample to allow the carrier to furnish equipment 
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of a special size. If, therefore, the carrier cannot justify 
its delay in furnishing equipment on the ground of con- 
gestion of traffic, declaration of embargoes, preferred ship. 
ments of the government, etc., it would be liable, not 
for the difference in freight rates, but in damages in the 
course. The Interstate Commerce Commission would not 
entertain a claim based on the difference in freight rates, 
on the ground that the published rate in effect at the 
time the shipment moved is the lawful-rate to apply. 


Z 


= a 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
, Copyright, 1918, by West Publishing Co.) 
s ze 


LOSS OF OR INJURY TO GOODS. 
Notice of Claim: 

(Supreme Court of South Carolina.) In an action against 
a carrier for damages to a shipment, where the question 
of the necessity for written notice to the carrier of the 
shipper’s claim was raised in the circuit court, a proviso 
of the federal interstate commerce act may be considered 
on appeal, though such act was not cited to the judge 
of the circuit court.—J. Van Lindley Nursery Co. vs. South- 
ern Ry. Co., 96 S. E. Rep. 221. 

Filing of suit against a carrier within four months for 
damage to an interstate shipment, under the proviso of 
the federal interstate commerce act that if the loss, dam- 
age or injury was due to delay or damage while being 
loaded or unloaded, or to carelessness or negligence while 
in transit, no notice of filing of claim shall be required 








as a condition precedent to recovery, was sufficient com- 
pliance with the stipulation in the bill of lading that 
claims must be made in writing to the carrier at the point 
of delivery or of origin within four months.—Ibid. 


CARRIAGE OF LIVE STOCK. 
Notice of Claim: 


(Supreme Court, Appellate Division, Fourth Dept.) An 
agent of a delivering carrier of live stock, shipped in 
interstate commerce under a limited liability live stock 
contract, or through bill of lading, could not waive, by 
his conduct, a provision of the bill of lading, signed by 
both parties, requiring verified written claim for damages 
to be delivered to the freight claim agent of the initial 
carrier within five days.—Meyers vs. Cleveland, C., C. & 
St. L. R. Co., 141 N. Y. Sup 71. 


eT s 
Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 
J t 


REGULATION OF COMMON CARRIER. 
Rebilling at Intermediate Point: 

(Circuit Court of Appeals, Sixth Circuit.) Whether a 
given transportation is interstate or intrastate must be 
determined by the essential character of the commerce, 
and an interstate character cannot be evaded by the mere 
device of billing to an intermediate point and then re- 
billing from that point; but a new shipment by a con- 
signee of an interstate shipment in the cars in which 
received to other points of destination does not necessarily 


establish continuity of movement, nor prevent a reship- - 


ment to a point within the same state from having an 
independent and intrastate character.—Settle et al. vs. 
Baltimore & O. S. W. R. Co., 249 Fed. Rep. 913. 
Interstate shipments of lumber by carload were billed 
to a point where the cars were received by the consignee 
and the freight paid. The railroad company made a track- 
age charge for placing the cars on a house track, and 
from there they were rebilled to another point in the 
same state on a line of the same company, not having 
been unloaded. The company also charged demurrage if 
the cars were not reconsigned within the free time limit. 





Held, that the second shipment was a separate and intra- 
state shipment, governed by intrastate rates, although it 
was intended by the consignees when the original ship- 
ments were made.—lIbid. 

Cummins Amendment: 

(Supreme Court of South Carolina.) The proviso of the 
interstate commerce act Feb. 4, 1887, as amended by act 
Cong. June 29, 1906, that if the loss, damage, or injury 
complained of was due to delay or damage while being 
loaded or unloaded, or to damge in transit by careless 
ness or negligence, then no notice of filing of claim shall 
be required as a condition precedent to recovery against 
a carrier, was conclusive authority in an action for dam- 
age to an interstate shipment.—J. Van Lindley Nursery 
Co. vs. Southern Ry. Co., 96 S. E. Rep. 221. 

Carmack Amendment: 

(Supreme Court, Appellate Division, Fourth Dept.) The 
effect of the Carmack amendment June 29, 1906, to inter 
state commerce act Feb. 4, 1887, was to supersede all 
legislation and decisions in the different states on the 
subject of the liability of interstate carriers of goods, and 
to make the parties to a contract for interstate carriage 
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amenable to the federal statute, to the exclusion of all 
other rules of liability—Meyers vs. Cleveland, C., C. & 
mt. lL. BR. Co. 1T§ N. Y¥. Sep. 71. 


SHIPPING DECISIONS 


Evidence: 

(District Court, E. D., New York.) On libel for injuries 
to a sunken vessel, whose position was marked, evidence 
held to show that the steamer libeled in some way col- 
lided with the sunken vessel.—The Delhi, The Robert 
Palmer, 249 Fed. Rep. 974. 


Evidence held to warrant a finding that a steamer was 
in fault in colliding with a sunken vessel, whose position 
was indicated by a spar and was known to the navigating 
officers of the steamer, though the spar used as a warn- 
ing buoy had been fixed by the libelant without notification 
to proper authorities.—Ibid. 


Damages: 


(District Court, E. D., New York.) Where a steamer 


was at fault in colliding with a sunken vessel, the steamer’ 


is liable only for the damage resulting from the collision, 
and that does not include the expense of raising and dry- 
docking the vessel.—The Deli, The Robert Palmer, 249 
Fed. Rep. 974. 


RETURN OF MILK AND CREAM CANS 


The Trafic World Washington Bureau. 


The U. S. Food Administration says that dairymen who 
ship milk to the cities will be pleased to know that work 
is being done on the problem of getting more prompt re- 
turns of milk and cream cans. At the suggestion of the 
Food Administration the express companies are sending 
out circulars to all their agents and messengers calling 
their attention to the need for quick service in sending 
back these containers to the shipper. They are being im- 
pressed with the importance of this service in keeping up 
asteady supply of a necessary food and in giving the ship- 
per an opportunity to market his highly perishable product 
quickly. 

In some sections of the West special cream cars are be- 
ing put on the lines leading to the larger cities. At To- 
peka, Kansas, two additional cars have been added for han- 
dling empty cans and the service has been greatly im- 
proved. 

The Food Administration believes that the appeal to the 
employes will have the desired effect. The need in this 
important food industry is for prompt shipments both ways. 


LUMBER MINIMUM WEIGHTS. 


Prior to Sept. 24, 1917, Transcontinental Freight Bureau 


I, Cc. C. 1001, 1003, 1010 and 1017 provided that where 
shipments of lumber and forest products from north Pa- 


tific coast points and intermediate points to eastern points 
Were loaded to full visible capacity the actual weight 
should be the minimum weight. Supplements, effective 
Sept. 24, 1917, canceled these rules. Effective Nov. 12. 
1917, supplements were published which re-established the 
brovision and a petition was filed by carriers parties to 
the tariffs for permission to adjust charges on all ship- 
ments of lumber and forest products moving during the 
Period frorn Sept. 24, 1917, to Nov. 11, 1917, inclusive, to 
the basis of the actual weight. The Commission has 
fanted the petition. 
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Help for Traffic Man 


* This department is conducted by a traffic man of ldng experience 

and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as promptly 


as possible. 


Address “‘Help for Traffic Man,” The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


No answers will be given by mail except for a fee. 


LE AAO LA SI I LSE SOE IY TE OCT A CT CEEOL EIDE EIT NIA ETE OR CE 


Routing Transit Grain and Its Products. 


Q.—We from time to time have shipments of flour mov- 
ing to Pacific coast, on which there is transit applied at 
this point from various Missouri River points, located on 
the R. L, Santa Fe, M. P. and Union Pacific. It is our 
contention, inasmuch as there is no routing specifically 
provided in transcontinental tariff 1-Q, that we are at 
liberty to ship into Salina, via one route and reship via 
another and secure protection of the through rate, and on 
traffic moving eastbound from points west of western gate- 
way it is our understanding that these rates will alsa 
apply via all routes and junctions, respective of railroads. 
Advise through your traffic publication if our contention 
in this matter is not in accord with your understanding. 
Kindly also quote authority. 


A.—Unless the transit tariffs of the inbound grain carry- 
ing roads provide that the outbound products of such grain 
must move frony the transit point over the road which 
hauled the grain in, as they not infrequently do provide, 
we would say that, in the absence of specific routing in 
the transcontinental tariffs that the rates will apply via 
lines of any road, party to such tariff, but gateway rout- 
ing must be observed. See rule 4 (i) of the Commission’s 
tariff circular 18-A. 


Shipper Responsible for Own Errors. 


Q.—On February 12, this year, we made a shipment of 
registers to A Company, Utica, N. Y. Our signed bill of 
lading read A Company, Utica, N. Y. The cases, how- 
ever, were stenciled B Company, Utica, N. Y. The B 
Company notified us that they had a shipment on hand 
which did not belong to them. We notified the A Company 
that the B Company had a shipment which belonged to 
them. When the A Company obtained this shipment they 
charged us back $3 for cartage. We filed a claim for the 
amount of cartage with the railroad company, taking the 
stand that the freight department at Utica should not 
have delivered to the B Company this shipment when the 
billing reference showed that the shipment belonged to 
the A Company, and we also think that the shipment 
should go as per signed bill of lading. We also take the 
stand that this correction should have been made at ship- 
ping point when the agent found that the bill of lading 
did not correspond with the marking on the cases. The 
railroad company refuse to pay this claim. Are they right 
in taking this stand? 

A.—Our views are fully expressed in the issue of The 
Traffic World of April 20, 1918, page 862. 


COMMISSION ORDER 


The Cammission has modified its order in Case 8857, 
Natchez Chamber of Commerce vs. Y. & M. V. R. R. Co., 
so as to become effective September 1 instead of August 1. 
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oe ’ @ August 8 at his home in Chicago after an extended illness, 
Personal Notes The Chicago, Milwaukee & Gary Railway Company an- 
* @® nounces that, on the appointment of S. M. Rogers as fed- 





Hugh D. Driscoll, recently elected president of the Texas 
Industrial Traffic League, is secretary and traffic manager 
of the Waco Chamber of 
Commerce, to which po- 
sition he was appointed 
in May, 1916. Before 
that he was for four 
years traffic commission- 
er of the Topeka Traf- 
fic Association, having 
been appointed to. that 
position immediately af- 
ter the organization of 
the association. He was 
considered largely re- 
sponsible for its growth. 
Before his connection 
with the Topeka associa- 
tion he was for a year 
in the rate department 
of the state commission and before that was for four years 
with the Kansas City Southern Railway. Prior to that four 
years he was connected with several other railroads in the 
South in the superintendent’s, trainmaster’s and local 
freight offices. 








The Central of Georgia Railway announces that Tinsley 
Smith, division freight and passenger agent, having re- 
signed to engage in other business, E. B. Lewis, commer- 
cial agent, Chattanooga, will have charge of freight and 
passenger traffic in Chattanooga territory. H. E. Shepard 
is appointed commercial agent at Macon, Ga., vice H. R. 
McLean, transferred. 





W. B. Ross is appointed freight service agent of the 
Mobile & Ohio Railroad at Cairo, Ill., succeeding C. San- 
derson, commercial agent, resigned to accept service with 
the Inland Traffic Service, War Department. C. E. Smith 
is appointed freight service agent with headquarters at 
Meridian, Miss., succeeding W. B. Ross. 





A. L. Holton is appointed manager of the Interstate 
Railroad Company, with headquarters at Big Stone Gap, 
Va. For the present he will continue to discharge the 
duties heretofore devolving upon him as general freight 
and passenger agent. 





W. L. Yancey is appointed general freight and passenger 
agent of the Arkansas & Louisiana Midland Railway Com- 
pany, with headquarters at Monroe, La. 





F. C. Baird is elected vice-president in charge of the 
traffic and transportation departments of the Montour Rail- 
road Company at Pittsburgh. 





R. M. Calkins, vice-president in charge of traffic of the 
St. Paul road, will resign, effective August 15, to represent 
the Australian government in the large shipbuilding pro- 
gram under way in Puget Sound waters. Mr. Calkins is 
traffic manager of the St. Paul system under federal man- 
agement and has been in charge of all traffic for a year. 
Previously he was traffic manager of the coast lines at 
Seattle. 





Andrew J. Hitt, Chicago freight agent and former gen- 
eral manager of the Chicago, Rock Island & Pacific, died 


eral manager, B. H. Harris is retained by the company to 
represent its corporate affairs. 





A. O. Galloway, traffic manager of the Philip Carey \an. 
ufacturing Company, Cincinnati, Ohio, has, effective Au- 
gust 12, instant, been promoted to the position of manager 
of employment and welfare department of the same com. 
pany, and J. R, Allen has been promoted to the position 
of traffic manager and William F. Dunaway to the posi- 
tion of assistant traffic manager. 





Hale Holden, regional director, central western region, 
announces that W. M. Jeffers, general manager, Union Pa- 
cific: Railroad, is appointed terminal manager, with office 
at Omaha, and in addition to his present duties will exer. 
cise authority over the terminal operations of all lines in 
Omaha, South Omaha and Council Bluffs. 


The Chicago, St. Paul, Minneapolis & Omaha Railway 
announces the appointment of H. M. Pearce, traffic man- 
ager, St. Paul, Minn., and J. B. Sheean, general solicitor, 
St. Paul, Minn. 





The Minneapolis & St. Louis Railroad announces the 
appointment of F. B. Townsend, traffic manager, Minne- 
apolis, Minn., and M. M. Joyce, general solicitor, Minneapo- 
lis, Minn. 





C. H. Gillig, the new president of the Transportation 
Club of Peoria, for years served that organization as sec- 
retary-treasurer. He was 
born in Peoria August 
27, 1867, and has lived 
in Peoria continuously 
since. He began his 
bread-winning career at 
the age of 16, the oldest 
of five children, his 
father having died. From 
that date, 1883, he had 
been employed in differ- 
ent fields of endeavor. 
He is now with the Dis- 
tillers’ Securities Cor- 
poration, which operates 
numerous plants in Pe- 
oria and Pekin, engaged 
in the production of alco- 
hol for powder for the U. S. government and its allies. He 
is assistant treasurer of these interests in Peoria and is 
known by the railroad interests throughout the central 
west on account of his traffic work in connection with his 
numerous other duties. 








The Oregon-Washington Railroad & Navigation Company 
announces the appointment of F. W. Robinson, traffic man- 
ager, Portland, Ore., and A. C. Spencer, general solicitor, 
Portland, Ore. 


Edgar W. Perrott has been appointed assistant to J. W. 
Roberts, superintendent of freight transportation, Penn- 
sylvania Lines west of Pittsburgh. 





Regional Director Winchell announces the appointment 
of W. D. Duke, general manager of the Richmond, 
Fredericksburg, and Potomac Railroad and the Washiné- 
ton Southern Railway, with office at Richmond, V2.. and 
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W. u. Mapother, federal manager of the Birmingham and 
Northwestern Railway, with office at Louisville. 


F. P. Roesch has been appointed supervisor of the fuel 
conservation section for the northwestern region, with 
office at Chicago. 


J. W. Hardy has been appointed supervisor of the fuel 


conservation section for the southwestern region, with- 


office in St. Louis. 


T. J. Shelton has resigned as traffic manager of the 
Ark. & La. Midland Ry. Co., Monroe, La., effective Sep- 
tember 1. After that date he will be with the Citizens 
National Bank of Monroe, with the title of director of 
development. He thus ends a railway career of thirty 
years’ continuous service, in practically all departments, 
He started as telegraph operator at the age of twelve 
with the old Memphis & Charleston road, now the South- 
ern Railway. 


DB. is Winchell, regional director, announces the ap- 
pointment of J. B. Arbegust, terminal manager, Louisville, 
Ky., to ‘have jurisdiction over the terminals of all lines 
within the switching limits of Louisville, Ky., Jefferson- 
ville, Ind., and New Albany, Ind.; H. W. Purvis, terminal 
manager, Jacksonville, Fla., to have jurisdiction over the 
terminals of all lines within the switching limtis of Jack- 
sonville; and W. S. Campbell, general superintendent for 
the Kentucky & Indiana Terminal Railroad, Louisville, 
Ky. 


The Arkwright Club announces ‘that Charles F. Nye has 
been engaged to succeed the late Mr. Leavitt as manager 
of the New England Freight Bureau. Mr. Nye was until 
recently New England freight agent of the Pennsylvania 
Railroad, with offices in Boston. Since the government 
took control of the railroads he has been division freight 
agent of the West Jersey and Seashore division of the 
Pennsylvania Railroad. 


J. K. Butler, freight traffic manager of the Oahu Rail- 
way and Land Company, Honolulu, T. H., has been called 
to active duty as captain in the Quartermaster’s Reserve 
Corps. His orders assign him as assistant to Camp Q. M. 
at Camp Funston, Kan. He was formerly assistant gen- 
eral freight agent, Southern Pacific Company at San Fran- 
tisco, in charge of state and federal commission cases. 


The American Manganese Steel Company announces the 
appointment of J. E. Flansburg as traffic manager, with 
headquarters at the general offices in Chicago. Mr. 
Flansburg was formerly chief clerk to F. P. Eyman, freight 
trafic manager of the Chicago & Northwestern Railway. 


R. H. Aishton, regional director, announces that J. P. 
O'Brien is appointed federal manager at Portland, Ore., 
with jurisdiction over the following lines: Oregon-Wash- 
ington Railroad & Navigation Company; Northern Pacific 
Terminal Company of Oregon, Portland, Ore.; Pacific & 
Eastern Railway; Pacific Coast Railroad; San Francisco 
€ Portiand Steamship Company; Southern Pacific lines 
horth of Ashland, Ore. 


R. H. Aishton, regional director, announces the appoint- 
ment o° the following general managers for railroads in 
the Chi-ago terminal district: F: C. Batchelder, Baltimore 
& Ohio Chicago Terminal Railroad; H. G. Hetzler, Belt 
Railway of Chicago and the Chicago & Western Indiana 
Railroac ; George Hannauer, Indiana Harbor Belt Railroad: 
W. J. «Brien, Chicago Junction Railway and Chicago 
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River & Indiana Railroad; S. M. Rogers, Chicago, Mil- 
waukee & Gary Railway and Elgin, Joliet & Eastern Rail- 
way. 


The Chicago & Northwestern Railway announces the 
following appointments: E. E. Nash, assistant to federal 
manager; Frank Walters, general manager; H. R. Mc- 
Cullough, traffic manager; A. C. Johnson, assistant traffic 
manager; James C. Davis, general solicitor—all at Chi- 
cago, Ill. 


The Northern Pacific Railway announces the following 
appointments: Assistants to federal manager, George T. 
Reid, Tacoma, Wash.; R. W. Clark, St. Paul, Minn.; W. H. - 
Wilson, St. Paul, Minn. General manager, J. M. Rapelje, 
St. Paul, Minn. Traffic manager, J. B: Baird, St. Paul, 
Minn. General solicitor, Charles Donnelly, St. Paul, Minn. 
Mr. Reid will also have charge of legal matters on west- 
ern lines of Northern Pacific Railway. : 


The Duluth, South Shore & Atlantic Railway announces 
the appointment of C. E. Lytle, general superintendent, 
Marquette, Mich.; S. R. Lewis, general freight agent, Du- 
luth, Minn.; A. E. Miller, general solicitor, Marquetie, 
Mich. 


The Chicago Great Western Railroad announces the 
appointments of B. F. Parsons, assistant to general man- 
ager, Oscar Townsend, general freight agent; and W. H. 
Jacobs, general solicitor, at Chicago, III. 


The Chicago, Milwaukee & St. Paul Railway announces 
the following appointments: Assistants to federal man- 
ager, D. L. Bush, Chicago, Ill.; J. W. Taylor, Chicago, II. 
General managers, J. T. Gillick, lines east of Mobridge, 
S. D., Chicago, Ill.; H. B. Earling, lines west of Mobridge, 
S. D., Seattle, Wash. Traffic manager, R. M. Calkins, all 
lines, Chicago, Ill. General solicitor, H. H. Field, all lines, 
Chicago, III. 


The Minneapolis, St. Paul & Sault Ste. Marie Railway 
announces the appointment of W. L. Martin, traffic man- 
ager, and H. B. Dike, general solicitor, with offices at 
Minneapolis. 


The Great Northern Railway announces the appointment 
of J. M. Gruber, general manager, G. H. Smitton, traffic 
manager; and M. L. Countryman, general solicitor, with 
offices at St. Paul. 


The Spokane, Portland & Seattle Railway announces 
the appointment of W. D. Skinner, traffic manager, and 
Messrs. Carey & Kerr, general solicitors, with offices at 
Portland, Ore. 


L. R. Pyle is appointed supervisor of the Fuel Con- 
servation Section for the central western region, with 
office at Chicago. 


L. E. Stanton, who was for many years general agent 
in San Francisco for the C., M. & St. P. Railway, and 
D. T. Berry, who was assistant general agent for the 
same company, have organized the firm of Stanton & 
Berry for the purpose of handling export business through 
the port of San Francisco. f 


ELECTRIC RAILWAY MAIL PAY 
The Commission has, under docket No. 10227, ordered a 
proceeding of inquiry and investigation with a view to de- 
termining fair and reasonable rates and compensation for 
the transportation of mail matter by urban and interurban 
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electric railway common carriers, and the service con- 
nected therewith, and the method or methods for ascer- 
taining such rates or compensation. 


MOTOR VEHICLE MAIL SERVICE 


The Traffic World Washington Bureau. 

The Postoffice Department announces that the largest 
consignment of eggs in cases ever shipped by the newly 
organized Motor Vehicle Mail Service was made July 20 
from Emmettsburg, Maryland, to New York City. 

One hundred cases of eggs, containing thirty dozen eggs 
to the crate, were shipped direct from the producer at 
Emmettsburg, a padded mail van being used for the pur- 
pose to prevent breakage, and went over the motor vehicle 
mail routes now in operation via Gettysburg, Lancaster, 
Westchester, Doylestown, reaching New York in the even- 
ing and being delivered direct to the consignee. 


Several months ago a shipment was made by motor 
vehicle mail routes of fifty crates of eggs from New Hol- 
land, Pa., to New York City, a distance of about 135 miles. 
The shipment was made in the morning and arrived at 
New York and delivered at 5:30 p. m. that afternoon. 

At the same time a shipment was made to New York of 
400 one-day old chicks, of which only six died in transit. 

“The parcel post truck service,’ the department says, 
“operates to facilitate the collection and forwarding of 
produce and merchandise, affording a means of bringing 
the grower and producer into immediate touch with the 
consumer; insuring large distribution and consumption of 
local food products heretofore not having a readily avail- 
able means of transportation or market, cutting out inter- 
mediate cost of handling in distributing farm products and 
lessening their cost to consumer. This will promote the 
conservation of other food products as well as relieve con- 
gested methods of transportation.” 





FRACTIONS 
(By R. E. Riley, of the Department of Interstate Commerce and 
Railway Traffic, La Salle Extension University.) 

It is to be hoped that the railroad and shipping repre- 
sentatives will be able to agree on a modification of Rule 
36 in Consolidated Freight Classification No. 1, eliminat- 
ing entirely the existence of fractions in our rate structure. 

While the proposed rule seeks the continuance of frac- 
tions of % cent, and to that extent a charge more readily 
computable than when the fraction is 3, 7, or 9 mills, 
it would seem that a rule could be established that would 
eliminate all fractions, to-wit, fractions of one-tenth to five- 
tenths to be omitted, and fractions over five-tenths to be 
increased to the next full cent. 

Obviously it takes a traffic department employe a third 
longer to multiply 41172 by 1414 cents than it would if the 
rate were 14 or 15 cents. Each figure added to the multi- 
plier adds to the time required to complete the opera- 
tion and increases the possibility of error. The number 
of errors in extensions is proof positive of this fact, and 
while mistakes will occur irrespective of how few figures 
are used, the opportunity is greatly minimized by the 
utilization of whole numbers. An efficient rule could be 
adopted which would look to the disposition of fractions 
in the multiplicand (the weight), the multiplier (the rate), 
and the product (the charges), as indicated below. 


(a) On al. shipmeats weighing 5,000 pounds or more, where 
the weight contains a fraction of 100 pounds, fractions of 50 
pounds or less will be disregarded. Fractions over 50 pounds 
will be treated as 100 pounds. 


THE TRAFFIC WORLD 








Vol. XXII, No. 6 





Example—5,140 pounds will be treated as 5,100 pounds. 
5,152 pounds will be treated as 5,200 pounds. 

(b) In establishing a rate or in computing a rate based on a 
multiple or percentage of an existing rate, fractions of one-tenth 
to five-tenths are to be omitted, and fractions over five-tenths 
are to be treated as a whole. 

Example—14.3 cents will be treated as 14 cents. 
14.7 cents will be treated as 15 cents. 
90 per cent of 16 cents is 14.4 cents, which will be 
treated as 14 cents. 

(c) In the computation of charges where the product (the 
charge) results in cents, 5 cents and less will be omitted, and 
over 5 cents will be treated as 10 cents. 

Example—$140.13 will be treated as $140.10. 
$140.16 will be treated as $140.20. 

The adoption of such a rule possesses wonderful possi- 
bilities. Sections (a) and (b) eliminate a superfiuous 
figure in making extensions. Section (c) makes it un- 
necessary to add the first column (cents) of long columns 
of figures in railroad and industrial accounting offices. All 
of these tend to promote efficiency and the output of the 
individual. 

As this rule is a “give and take” measure, neither 
carrier nor shipper is favored at the expense of the other, 
and if by its adoption we can accomplish the handling of 
five or more freight bills where three were formerly 
handled—make two blades of grass grow where one grew 


before—this alone should warrant its adoption. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of 
any changes or additions of which they have knowledge.) 


Akron Traffic Association. Alvin Hill, Pres.; E. L. Mor- 
gan, Secy. 

Baltimore Traffic Club. 
Kailer, Secy. 

Boston, Mass.—The Association of Railway and Steam- 
boat Agents of Boston. O. M. Chandler, Pres.; W. M. Ma- 
comber, Secy.-Treas, 

Brooklyn Traffic Club. 
Schleicher, Secy. 

Buffalo Transportation Club. H. B. Loucks, Jr., Pres.; 
G. C. Wilson, Secy. 

Chicago Traffic Club. 
Secy. : 
Chicago Transportation Association. W. C. Siegrist, 
Pres.; T. P. Hinchcliffe, Secy. 

Cincinnati.—Traffic Club of the Chamber of Commerce. 
H. M. Freer, chairman; E. H. Smith, Secy. 

Cleveland Traffic Club. C. M. Andrus, Pres.; J. B. San- 
ford, Secy. 

Columbus, Ohio.—Traffic club of the Columbus Chamber 
of Commerce. J. E. Harris, Pres.; J. G. Young, Secy. 

Dayton Traffic Club. J. W. Cobey, Pres.; W. E. Boyer, 
Secy. 

Denver Commercial Traffic Club. G. H. Work, Pres.; 
R. E. Patterson, Secy. 

Detroit Transportation Club. J. A. Sullivan, Pres.; G. A. 
Walker, Secy. 

Erie Traffic Club. H.R. Landers, Pres.; M. W. Eismant, 
Secy. 

Flint (Mich.).—Traffic Club of the Flint Board of Com- 
merce. A. V. Marti, Pres.; A. Nelson, Secy. 

Fort Worth Transportation Club. E. C. Price, Pres.; 
BH. E. Wyatt, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. 
Jenner, Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. Arnold Greenbaum, Pres.; 
L. M. MacPherson, Sec’y. 


Houston Traffic Club. Clint Hollady, Pres.; F. 4. Let 
fingwell, Secy. 


Paul Gessford, Pres.; C. C. 


P. L. Gerhardt, Pres.; C. A 


R. C. Ross, Pres.; C. B. Signer, 
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Indianapolis Transportation Club. M. Wolf, Pres.; 
L. EB. Stone, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber 
of Commerce. H. H. Chandler, Pres.; J. R. Gibbs, Secy. 
Jacksonville Traffic Club. J. C. Burrows, Pres.; W. L. 
Waring, Jr., Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board 
of Commerce. J. H. Dasher, Pres.; H. W. Chapman, Secy. 
Kansas City Traffic Club. G. I. Tompkins, Pres.; Alfred 
A, Wild, Secy. 

Los Angeles Traffic Association. 
H. C. Smith, Secy. 

Louisville Transportation Club. 
Gg. A. Perry, Secy. 

Memphis Traffic and Transportation Club. J. M. Beley, 
Pres.; L. E. McKnight, Secy.-Treas. 
Milwaukee ‘Traffic Club. H. W. Ploss, 
Fultz, Secy. 

Minneapolis Traffic Club. C. M. Boyce, Pres.; W. W. 
Gibson, Secy. ; 

Newark Traffic Club. C. H. Gulick, Pres.; E. E. Burk- 
hard, Secy. - 

New England Traffic Club, Boston. A. H. Van Pelt, 


Pres.; C. A. Anderson, Secy. 

New York Traffic Club. W. L. Woodrow, Pres.; C. A. 
Swope, Secy. 

New York, N. Y.—Traffic Club of the Queensboro Cham- 


E. L. Lewis, Pres.; 


R. H. Morris, Pres.; 


Pres.; F. T. 


_ber of Commerce; E. J. Tarof, Pres.; P. W. Moore, Secy. 


Norfolk Traffic Club. R. S. Gale, Pres.; Hege Terrell, 
Sec’y-Treas, : 
Omaha Traffic Club. B. J. Drummond, Pres.; John P. 
Byrne, Secy. 

Peoria Transportation Club. C. H. Gillig, Pres.; Arthur 
Maedel, Secy. 

Philadelphia Traffic Club. F. E. Snively, Pres.; W. H. 
Montgomery, Secy. 

Philadelphia. —Commercial Traffic Managers of Phila- 
delphia. W. B. Grieves, Pres.; T. Noel Butler, Secy. 
Pittsburgh Traffic Club. J. J. Monks, Pres.; F. A. Lay- 
man, Secy. 

Pittsburgh Traffic and Transportation Association. R. 
M. Sisk, Pres.; F. G. Wood, Financial Secy. 
Portland Transportation Club. E. M. Burns, 
W. O. Roberts, Secy. 


Providence, R. I.—Traffic Club of the Providence Cham- 
ber of Commerce. E. E. Salisbury, Chairman; BD. C. 
Southwick, Secy. 

Rockford Traffic Club. J. H. Miller, Pres.; L. BE. Golden, 
Secy, 

Salt Lake City Transportation Club. 
Pres.; K. E. Rowland, Secy. 

San Francisco Transportation Club. W. E. Amann, Pres.; 
Frederick Birdsall, Secy. 

San Francisco Traffic Club. W. T. Bozeman, Pres.; 
L. N. Bradshaw, Secy. 

Seattle Transportation Club. F. W. Graham, 
E. W. Mosher, Secy.-Treas. 

South Bend Traffic Club. F. S. Montgomery, Pres.; G. 
8. Hess, Secy.-Treas. 

Spokane Transportation Club. 
R. W. Franklin, Secy. 

St. Joseph Traffic Club. R. A. Ferguson, Pres.; T. J. 
Slattery, Secy. 

- st. Louis Traffic Club. F. C. Reilly, Pres.; J. R. Bell, 
ecy, 


Syrac:\ se Traffic Efficiency Club. S. D. Rice, Pres.; W. J. 
O'Neil, Ecey, 


Pres.; 


A. R. MeNitt, 


Pres.; 


Vv. G. Shinkle, Pres.; 
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Toledo Transportation Club. H. E. Thatcher, Pres.; 
Harry S. Fox, Secy. 

Topeka Traffic Association. O. B. Gufler, Pres.; W. S. 
Barton, Secy.-Treas. 

Washington Traffic Club. J. C. Williamson, Pres.; W. 
B. Peckham, Secy. 


GRADED RATES TO WEST 
(Spokane (Wash.) Review, July 23.) 

Definite assurance that graded freight rat@s for Spokane 
are under consideration and will be put into force at the 
earliest possible moment was given members of the Spo- 
kane joint freight rate committee by William Gibbs Mc- 
Adoo, Director-General™“of Railroads, and Edward Cham- 
bers, director of traffic, at a conference in the former’s 
private car at the Great Northern depot yesterday morn- 
ing. Both government officials expressed the belief that 
the new arrangement would prove permanent. 

Director-General McAdoo’s announcement was enthusi- 
astically received by the committee. Percy Powell made 
a brief statement outlining Spokane’s case in the matter 
of rate discrimination and Mr. McAdoo replied with the 
following statement: 

“From my study of the rate fabrication system, and it 

has been but very general, I personally am of the opinion 
that the rate structure as now in operation is a very illogi- 
cal affair and in some instances has been built up as the 
result of abuses of industrial situations. 
' “Many communities have been built up under these 
abuses and which now claim the alleged abuses as their 
vested rights, which, if disturbed, would seriously discrim- 
inate against them. 

“TI can only say this with respect to the Federal Railroad 
Administration -with respect to the period during which 
the government will have control of the railroads, that in 
rate matters it is not now a question which involves the 
carriers as in the past, but it is a question which involves 
the people, because under federal operation the carriers 
are now the people. 

“In unifying railroad operation under government con- 
trol our object was to assist in winning the war by get- 
ting from the railroads the greatest amount of efficient 
service at the lowest rates. 

“With that in mind we are trying during this period of 
federal operation to remove the inequalities of all sections 
of the country. If we can do this, I think we will have 
laid down a policy which will survive after the railroads 
have been turned back to their original owners, if this is 
done. 

“The war is bound to continue for an indefinite period; 
no one knows when it will-end, and during this period 
there will be federal control of railroads and for 21 months 
thereafter; during that considerable period—and no one 
knows what it will be—the railroads have got to be run 
for the public interest. Our aim is to improve conditions 
not only as to rates, but also in other things, and what- 
ever works out to the ultimate good will survive, I am sure, 
for future application and operation. 

“This is reflected in the unification of facilities as now 
in effect; in the joint operation of properties and the gen- 
eral improvement of conditions. Some waterways will be 
operated by the government before we are through and I 
mean by this inland waterways. 

“The government will direct the movement of traffic in 
a way best suited to the commerce of the country and to 
the shippers. 

“When the rates are graded to Colorado, Utah, Spokane 
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and the coast it will be a permanent adjustment that will 
be provided for the period the government is in control 
of the roads. I feel sure, gentlemen, that is as much as- 
surance as you can expect from the present adjustment, and 
you have our promise that we are working out graded 
rates. I think it would be well to let Mr. Chambers go 
ahead with his plan and see how it comes out. I think 
you will be satisfied with his decision.” 

Edward Chambers, director of traffic, said: “What we 
are striving to do now is to establish reasonable rates 
from New York to Colorado, then reasonable comparative 
rates from Colorado to Salt Lake, Salt Lake to Spokane and 
Spokane to the coast. When we are through with this 
adjustment you will have a reasonable relationship in this 
intermountain district with the rest of the country. You 
may be assured of a reasonable adjustment, what you have 
been working for for many years.” 

“We are naturally gratified at the assurances of Mr. Mc- 
Adoo and Mr. Chambers that graded rates are to be given 
Spokane,” said W. S. McCrea, chairman of the joint com- 
mittee. “They have definitely promised us graded rates. 
I asked them point blank just how soon, and we were as- 
sured that they would be in effect just as soon as the 
new rates can be worked out. This completely revolu- 
tionizes the system of ratemaking under which we have 
been working for so long. 

“The permanency of the plan is our main consideration. 
Both Mr. McAdoo and Mr. Chambers expressed the belief 
that the graded rates would never be superseded. They 
certainly will not be supplanted as long as the government 
controls the roads, and it is not likely that the railroads 
will ever go back to the old system of ratemaking when 
they resume control after the government has established 
a system it believed to be fair and just.” 

The committee had a long conference yesterday after- 
noon after the meeting with the government rail heads. 
At this meeting it was decided to continue the fight behind 
the Poindexter bill for the absolute application of the long 
and short haul clause to the effect that a higher rate shall] 
never be charged for a short haul than for a long haul, of 
which it is a part. This, it is contended, assures the per- 
manency of grade rates once they are established by gov- 
ernment control. 

“We will continue our efforts to have the Poindexter 
bill enacted into law,” said Mr. McCrea. ‘We believe with 
Mr. McAdoo and Mr. Chambers that graded rates will be 
permanent. However, the passage of the Poindexter bill 
absolutely makes it certain, and we will renew our efforts 
to secure its passage.” 


MARKETING HOGS IN MOTOR 
TRUCKS 


(Issued by Department of Agriculture.) 

An example of how motor trucks are relieving railroad 
transportation in many sections of the country is shown 
in the receipts of hogs delivered to the Omaha market 
by this method of conveyance. According to a report re- 
cently compiled by the Bureau of Markets, there was an 


increase of 180 per cent in the number of hogs trans- 
ported to that market by motor trucks during the first 


six months in 1918 as compared to the corresponding 
period in 1917. The number carried in this way amounted 
to 92,780 for the period in 1918, as compared to 33,084 
for the corresponding months last year. Estimating 70 
hogs as an average carload in railroad shipments, the 
number delivered by motor trucks on the Omaha market 
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during the first six months of 1918 aggregated more (han 
1,300 carloads, or an average of more than eight car!vads 
for every market day during the period. The motor : ruck 
business is becoming so important that commercia: or. 
ganizations of Omaha are taking active measures to w ilize 
the trucks on return trips to country points for ha:iling 
various kinds of freight. Experience has shown thai mo- 
tor-truck marketing is as feasible in winter as in other 
seasons, as more than 26,000 hogs were delivered directly 
from farms to the Omaha market during Januar) and 
February. 


SPECIAL EXPORT PACKING 


(Commerce Reports) 

That too much care cannot be used in packing zoods 
for some interior points in South America is revealed by 
a brief description of the handling they undergo in a trip 
from New York to La Paz, Bolivia. As an illustration, 25 
cases of envelopes were loaded on a truck in New York 
and unloaded at the steamship pier.. They were then 
placed on board the steamship and unloaded at Colon, 
Panama. They were re-embarked on a steamer at Colton 
and transferred to a launch at Mollendo, since there are 
no piers at this port. They were taken on shore from the 
launch, transferred to handcarts, and taken to the railroad 
station. They were placed on a freight car and unloaded 
at Guaci, Lake Titicaca. At Guaci they were placed aboard 
a steamer and taken to Puno; here they were unloaded 
from the steamer and placed on the railroad cars which 
transferred them to La Paz. At La Paz they were car- 
ried by Indians to the customer’s warehouse. 

It is obvious that if merchandise is to be received in La 
Paz in satisfactory condition the packing must be done 
with special care. Both merchants and customhouse brok- 
ers report that the best preventive for damage and rifling 
is to pack the merchandise in a stout shipping case, nail 
metal edging around the ends, and finally paint the edging 
so that it will show marks if tampered with. This, they re- 
port, makes a full proof shipping case. 

The marking of cases must also be plain and large 
enough to be easily made out in the hold of a ship. Num- 
bers should be placed on the invoice and packages, so that 
if different types of merchandise; such as envelopes, are 
made in one shipment the inspection of all the goods will 
not be necessary in order to divide them into different 
classes for customs purposes. 

These facts may be a familiar story to the old and ex- 


_perienced exporter, but they must be given constant at- 


tention by the newcomer in our export trade, who is per- 
haps not so well acquainted with the conditions under 
which his goods are handled in foreign countries. 


MICHIGAN RAILWAY RATES 

The Commission has instituted Docket No. 10226, “Mich- 
igan Railway Company Rates,” informal complaint having 
been made concerning the rates, fares, charges, rules, regu- 
lations and practices stated in the schedules contained in 
the freight tariffs designated as follows: Michigan Rail- 
way Company, I. C. C. Nos. 34, 25, 37, 36, 11, 35 and 26, and 
supplements thereto, Grand Rapids, Holland & hicag0 
Railway, I. C. C. No. 34, and supplements thereto ( adopted 
by Michigan Railway Company, adoption notice ). ©. ©. 
No. 21, effective January 1, 1916), and Graham & Morton 
Transportation Company I. C. C. Nos. 115 and 1/9, and 
supplements thereto—and the following passenger ariffs: 
Michigan Railway Company, I. C. C. Nos. 30, 31, 32. °3, 34 
35 and 36, and supplements thereto. 
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Convincing Figures 
Are Prime Factors 


In the Settlement of Every Case 
Brought Before 


The Interstate 
Commerce Commission 


Our Facilities for Compiling 
Them Are Unsurpassed 


Write Us for Estimates 


Special Service Department 


THE TRAFFIC SERVICE BUREAU 


505 Colorado Building, WASHINGTON, D. C. 


TRAFFIC ORGANIZATIONS | 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and _ transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 


Mem, VreeP 55 ust cach en sNseecuar cab eaeekebaamaas .....-President 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 
W. H. Chandler Vice-President 
Manager Transportation Department, Boston Chamber of 
Commerce. 
Oscar F. Bell Secretary-Treasurer 
T. M. a Company, 836 South Michigan Avenue, Chi- 
cago, fh 
E. F. Lacey 
5 North La Salle Street, Chicago, Til. 
TTT Ew 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, Il. 


ene. nv cui ads cubs KonsatheGed thesia . President 
P. W. Dillon Vice-President 
Secretary-Treasurer 

BE. Long Traffic Manager 


all correspondence relative to movement of traffic to or from 
terling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, Ml. 


Assistant Secretary 





WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phon: Canal 3400. 2500 S. Robey St., Chicage, Il. 
ent lp 





POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for elassified advertisements are as follows: 
cents per word first insertion, 
sertion and two cents per word for 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


WANTED—Position as traffic manager or assistant traffic 
manager, in large concern. Ten years’ experience and above 
draft age. Address T. M. 358, Traffic World, Chicago, Ill. 


TRAFFIC MAN—Age 56, expert correspondent on claims, set- 
tlements, adjustments, executive ability, initiative, now em- 
ployed, seeks a wider field. Address P. G. 89, The Traffic 
World, Chicago, III. 


WANTED—General bookkeeper, exempt, for Class II rail- 
road; one familiar with interline accounts and all office detail. 
Modern Western small town, living conditions reasonable. Ap- 
plication should state age, salary expected, references, past ex- 
perience, etc. Address Nav. 106, The Traffic World, Chicago, Il. 


WANTED—Traffic position with very large industrial concern 
where young man with twenty years of technical and practical 
traffic experience of a wide scope can have plenty to do. Be 
glad to discuss matter and furnish as references some of the 
best traffic people in the business, commercial and railroad. 
Address D. T. C. 20, The Traffic World, Chicago, Ill. 


WANTED—RAILROAD BILL CLERK. Flour milling com- 
pany has a splendid opening for man of good character and 
habits, experienced in freight rates. Give full particulars as to 
age, experience and references, with application. Address Law- 
renceburg Roller Mills Co., Lawrenceburg, Ind. 


TRAFFIC MANAGER for industrial concern desires to make 
change and invites correspondence. Thirty-eight years old, 


WANTED—Rate Clerk, to act as assistant to traffic commis- 
sioner of commercial organization in northwest. Salary $100 
per month. State age, references and experience. Address 
Secretary, care of Traffic World, Chicago, Ill. 


TRAFFIC MANAGER, 32 years old, desires connection with 
good concern where good work is appreciated. Address C, care 
Traffic World, Chicago. 


Your Prospective Customers 
are listed in our Catalog of 99% guaranteed Mailing Lists. It also 
contains vital suggestions how to advertise and sell profitably by mail. 
Counts and ao given on 6000 different national Lists, covering all 


classes; for ance, Farmers, Noodle Mfrs., Hardware Dirs., 
This valuable Reference Book free. Write for it. 
Literature 
Our Analytical Advertising Counsel and Sales Promotion 
Service will improve both your plan and copy, thusinsur- 
maximum profits. Submit your literature for pre- 
enalyele and quotation—no obligation. 
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WAREHOUSE OR FACTORY BUILDING 
FOR SALE 


Sixty thousand feet floor space, 5-story, well- 
built, slow-burning, mill construction building. 
Fine power and heating plant. Thorougnly 
sprinklered. Unusually low insurance rate. Sid- 
ings on Penna. and Phila. & Reading Railroads. 
In heart of Philadelphia textile district. Ready for 
immediate occupancy. Formerly occupied by Scott 
Paper Co., who recently moved into larger quarters. 
H. Nusbaum, 813-819 N. 11th St., Philadelphia, Pa. 


COMMISSION ORDER. 
The Commission, 0n complainant’s request, has dis- 
missed the proceedings in Case 8880, J. A. Skipwith & Co., 
et al. vs. Sou. Ry. Co. et al. 
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Digest of New Complaints | 

* » 

No. 12016. Page & Hill Co. vs. C. St. P. M. & O. et al. 


Unjust and unreasonable rates on posts from Spur No. 325, 

Minn., to Morrison, Ill. Asks for reparation. 
No. 10219. Naylor & Co. vs. D. L. & W. 

Unreasonable demurrage charges on pig iron from Wells- 
ton, O., held at New York for export to Italy in that car de- 
murrage was imposed instead of storage. Asks for repara- 
tion. 

No. 10220. 
Ss. P. & S. et al. 

Unreasonable charges on bar steel from Pittsburgh and 
St. Louis to Portland, arising from allegation that charges 
were computed on too low a minimum. Asks for reparation. 

No. 10221. The Grasselli Chemical Co., Cleveland, vs. Morgan 
L. & T. R. R. & S. S. Co. et al. 

Against a rate of 28.1 cents on lime, 
Raceland, La., as unjust and unreasonable. 
tion to a subsequently established rate of 20c. 

No. 10222. H. W. Johns-Manville Co., Milwaukee, vs. C. M. & 
St. P. et al. 

Against a class rate of llc per 100 pounds on asbestos 
cement, in bags, C. L., from Milwaukee to East Chicago as 
unjust and unreasonable. Asks for a published rate of 6.3c 
and reparation. 

No. 10223. The Fort Smith (Ark.) 
Central et al. 

Unjust and unreasonable charges on zinc ore from produc- 
ing fields to Fort Smith and South Fort Smith. Asks for the 
application of a published rate of $2.25 per ton and repara- 
tion. 

No. 10224. L. Feenberg & Co., Fort Smith, Ark., vs. Midland 
Valley et al. 

Against a rate of 34c on waste paper from Fort Smith to 
Federal, Ill., as unjust and unreasonable. Asks for a pub- 
lished rate of 19c and reparation. 

No. 10225. Trantum & Danzer, Hagerstown, Md., vs. N. Y. P. 
& N. et al. 

Asks for reparation on demurrage charges on lumber from 
various points for reconsignment from North Carolina points 
to New York City. 


COMMISSION ORDERS 


The Commission having received advice from the com- 
plainant, in Case 10068, Traffic Bureau of Nashville vs. C. 
& E. I. R. R. et al., that it has been satisfied, the pro- 
- ceedings have been dismissed. 

The Commission has dismissed the proceedings in Case 
10145, “Southeastern Lumber Rates.” The petitioning car- 
riers have withdrawn fifteenth section application 5356 in 
connection therewith. 

The Commission, on receipt of advice that the complain- 
ant in Case 10202, Hillsboro Coal Co. vs. C. C. C. & St. 
L. Ry. Co. et al., had been satisfied, has ordered the case 
dismissed. 

The Commission has modified its order of May 9, in Case 
9453, R. C. Mills Co. vs. St. L. S. F. Ry. Co., so as to be- 
come effective September 15 instead of August 15. 

In I. & S. 1135, New Eng. Canned Fish, the Commission 
has ordered dismissal because carriers cancelled suspended 
tariffs. 

In I. & S. 1085, Cement to Montana (No. 2), the Com- 
mission has modified its order of April 11, extending the 
effective date from July 8 to August 8. It is further ordered 
that tariffs may be filed on not less than five days’ notice. 


Marshall-Wells Hardware Co., Portland, Ore., vs. 


LaGarde, Ala., to 
Asks for repara- 


Spelter Co. vs. Arkansas 


EXPORT BILL OF LADING. 

The proposed withdrawal of the through export bill of 
lading has been assigned by the Railroad Administration 
for public hearing before the Western Freight Traffic Com- 
mittee in Chicago at 10 a. m., August 22. It is stated 
that everybody who desires to say anything will be heard. 
The committee sits in the Transportation building. 


PACIFIC CAR DEMURRAGE. 

The report of the Pacific Car Demurrage Bureau for 
April, 1918, shows 6,164 cars held overtime, or a percent- 
age of 03.72, as against 5,128, a percentage of 02.87, for 
April, 1917. 


The report for May shows 5,740 cars held 
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overtime, or a percentage of 03.64, as against 5,405, a 
percentage of 02.99, for May, 1917. 


EFFECTIVE DATE POSTPONED 


Following a petition filed by C. S. Belsterling, ©. Mae 


Veagh and other counsel in the northern district of Ohio 
for a stay in and reversal of the decision of the Commis. 


sion in Docket 8406, Sub Nos. 11, 8, 9, 10, 12, 20, 21, 22 
and 23, involving claims of the National Tube Company and 
the Carnegie Steel Company for reparation, the Commission 
has extended the date of its order in that case from Ay. 
gust 15 to October 15 in order to enable counsel to submit 
the case to the District Court. 


DOCKET OF THE COMMISSION 


Note.—items in the Docket marked with an asterisk (*) ate 
vew, having been added since the last Issue of The Tram 
World. Cancellations and postponements announced too late % 
show the change In this Docket will be noted elsewhere. 


August 12—Chicago, Ill.—Examiner Disque: 
10204—Consolidated Classification case. | 
August 19—Omaha, Neb.—Examiner Disque: H 
10204—Consolidated Classification case. } 


August 26—Portland, Ore.—Examiner Disque: 
10204—Consolidated Classification case. 


August 30—San Francisco, Cal.—Examiner Disque: 
10204—Consolidated Classification case. 


Sept 4—Chicago, Ill.—Examiner Bell: 
| & S 1161—Reconsignment Case (No. 3). 
10173—Diversion and reconsignment rules. 
15th Sept. Aps. 5307, 5318, 5319, 5566. 
September 5—Denver, Colo.—Examiner Disque: 
10204—Consolidated Classification case. 
September 9—Fort Worth, Tex.—Examiner Disque: 
10204—-Consolidated Classification case. 


September 13—New Orleans, La.—Examiner Disque: 
10204—--Consolidated Classification case. 

September 19—Atlai:ita, Ga.—Examiner Disque: 
10204—Consolidated Clessification case. 

November 4—Washington, D. C.—Examiner Brown: 
9200—Railway mai: pay. 








Michie on Carriers 


The Most Recent, the Most 
Complete Work on the 
Law of Carriers 


In the preparation of this work 
the cases have been examined by a 
corps of experienced editors, each | 
one an expert in the art of legal 
research, and as the result of their 
investigation and their collabora 
tion under expert supervision, this 
book is not only the most exhaust- 
ive, but undoubtedly the most ac- 
curate and authoritative discussion | 
of the law of Carriers ever written. 

There is a minute and logical 
Analysis, an exhaustive and care- 


fully prepared Index, and a com- 
plete Table of Cases. 
4,000 Pages—Best Buckram Binding $9 5" | 
—Delivered Price . . . .. = Bi 
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QUICKLY 


About the Filing of some Tariff? 
The Figures contained in some Report? 


The Rate on some Commodity between 
certain Cities? 


Details concerning some Supreme 
Court or Interstate Commerce Com- 
mission Decision; some Conference 
Ruling or Informal Reparation 
Order? 
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Colerade Building, Washington, D. C. 
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Cable Address “HARSTEELE” 


Sast™ The J.B. W. Steele Co. ne 


New York New Orleans Galveston Texas City 
Savannah Chicago San Francisco 
Special attention given to shipments through New 
Orleans for Latin Americas. We are pre to arrange 
financing or credits on shipments. 


CHICAGO 


Chicago Storage & Transfer Co. (Not Inc.) 
5817-61 WEST 65TH STREET 


Setcteation o spustins Tele suoner Aobvesien theccohonl the alty ot 
distribu a y- y motor ut the city 
very reasonable prices. Floors for rent. 

INSURANCE RATE, 15 CENTS 24-CAR SWITCH 


Western | Transter and Storage Ce. 


220 TO 226 STANTON ST. 
EL PASO, TEXAS 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El] Paso 


Cut Rate Package Car Service from Seaboard Territory 


EDGAR’S SUGAR HOUSE, INC. 


520-532 LAFAYETTHD BLVD. 
DETROIT, MICH. 


Bight fireproof warehouses on tracks of princi rail- 

The only two fireproof wasdlieumae on the river 

front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 


Buffalo Storage & Carting Co. 
$50 Seneca St., Buffalo, N. Y. 














Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 





Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
ear Tusurance Rate in City. 


GALVESTON, TEXAS 


POOL CAR SERVICE 
LAWRENCE WAREHOUSE @ 
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Jos. Stockton Transfer Co. 


1080 Seuth Canal Street, near Taylor Street. 


Teaming ef Every Description—City Delivery Service 
and Carioad Distributors 
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RESHIPPING WAREHOUSE 
F.W. HAGEN &4CO. 


CHICAGO, ILL. 


LOGICAL DISTRIBUTING CENTRES 
Ceatral a —_ = House Chicage, Tihs 


L ©. or Nickel Plate Deli | aa ro 

very. 

Ample Private Car Switch and JOM SoGs Bs 7 
Thru Transit and 9 Freight Bates 

GENERAL MERCHANDISE 8TO TRANSFERRING IN TRANSIT 
Governed by Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best distributing point in North and South Carolina. 
Le Car Distribu nn. © General Merchandise Warehouse, 

reproof Building, North and South —_ - Distributors 
} estinghouse Electric Co., De La’ tor Co., 
New York; B. J. Johnson Soap Co., Milwaulee: Cudahy 
Packing Co. ., Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 

AMERICAN BROKERAGE & WAREHOUSE Co. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and aes in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


re ig ta a es 
Fireproo ngs—Trackage Space, cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and @ Sts. 


ST. JOSEPH TRANSFER CO. 
SspONY EXPRESS” 
ST. JOSEPH - - - - MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


~ CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a specialty. 


THE CINCINNATI TRANSFER CO. 


Established 1859. 
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ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without ca e. Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 
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CINCINNATI, OHIO orth South, East and West 
J. C. Buckles Transfer Co. 
SAVE THE DIFFERENCE 


Prevailing high freight rates means greater difference between carload 
and less carload rates than heretofore. 


Send us yoursmeitacen'ts North, South, East and West 


— 


Louisville Public Warehouse Co., inc. 





Accumulators and Distributors of All Classes of Freight. 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Dept». 
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PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





WALKER & OWEN 


ATTORNEYS AT LAW 


interstate Commerce Litigation 
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WASHINGTON, 


Munsey Bldg., x |} 








bureau of Applied Economics 
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nscription, Compilation and Analysis 
{Data from Records of Interstate Com- 
merce Commission. 
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Matters Affecting Carriers and 
Public Utilities 
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Interstate Commerce and Public 
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WALTER E. McCORNACK 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 
Suite 1337 First National Bank Bldg., 
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Author of “ CH,” an au- 


INTERSTATE COMMER 
thoritative legal treatise on the Federal regulation 
of interstate commerce and common carriers. 


HARRY C. BARNES 


Commerce Attorney and Counselor 


Interstate Commerce Commission 
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and Antitrust Cases 
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S. C. BATES 


ATTORNEY AT LAW 


315-16-17 Holland Buliding 
SPRINGFIELD, MO. 
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Cases Involving Transportation and 
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Colorado Building, Washington, D. C. 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 
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Counsel 


828-25 Guardian Bidg., Cleveland, O. 
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Lytton Buliding, § 
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420-424 Woodward Bidg., Washington, D. C. 


Cases Involving penne and Operating Analyses, 
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JOHN P. DEVANEY 


ATTORNEY AT LAW 


LAW OF CARRIERS AND INTERSTATE 


COMMERCE PRACTICE 
Suite 819-24 First Nat.-Soo Line Bidg. 


MINNEAPOLIS, MINN. 
H. J. SHAY, Notary. 





HAL H. SMITH 


(Beaumont, Smith & Harris) 


Practices Before Interstate Com- 
merce Commission 


1123-28 Ford Bldg., Detroit, Mich. 





H. L. Winston B. E. Slawter 


WINSTON & SLAWTER 


Practice before Interstate Commerce 
Commission and State Railroad 
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Dependable 
Storage Battery Power 


means more to the Electric Commercial Ve- 
hicle than any other one thing. It is the one 
factor that does most to promote efficient and 
economical Vehicle service. 


THE 


“Tronclad=Exide”’ 
BATTERY 


means just that sort of power. 


And wherever ** ftoncladzExide’’ power is used, 
it makes decreased trucking costs possible. 


Maintenance cost of the ** fronclad=Exide’’ is 
low—long battery life is assured. 


The special positive plate construction, the 
patented cell cover and non-flooding filling 
plug—exclusive ‘* fronclad#Exide’’ features— 
enable it to give every-day, year after year 
service with little care and attention. 


THE ELECTRIC STORAGE BATTERY CO. 


The oldest and largest manufacturer of Storage Batteries in the country 
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THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 

President 

"Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 


W. H. Chandler Vice-President 


Manager Transportation Department, Boston Chamber of ; 
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Oscar F. Bell Secretary-Treasurer 
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MANUFACTURERS’ ASSOCIATION, In wa? ag of Traffic of 
Industries Located at Sterling and Rock Falls, |! . 


Secretary-Treasurer 
Traffic Manager 


All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, Il. 
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